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Substitute Building Materials 
MAXY materials used for railway construction work are 
at the present time very hard to come by for their 
normal purposes, and to devise substitutes is widening the 
scope for engineering ingenuity. The two materials which 
are at present most affected are timber and steel, the 
former being scarce because the chief sources in northern 
Europe are now cut off, and the latter because of urgent 
war demands. Concrete, which is entirely home-produced, 
is the most accessible material for use in substitution, or at 
any rate in part-substitution, but supplies even of this at 
the moment are restricted, owing to the necessities of 
defence. Its scarcity, however, is likely to be temporary, 
and its use for railway purposes likely to continue to 
extend, as it has been extending since timber and steel 
began to be severely rationed. In the form of precast 
units, concrete finds its handiest use, and is being applied 
for many purposes formerly fulfilled by timber and steel. 
Although in certain applications initial cost would be 
against the use of concrete if other materials were readily 
available, concrete nearly always scores in reduced main- 
tenance charges, because of its power of resistance to 
deterioration. One of its most popular uses at the present 
time is in the construction of the sunk type of air-raid 
shelters, a purpose for which it is probably better suited 
than any other material. 


4 + * * 


Sir Thomas Tait 

Sir Thomas Tait, whose death took place on July 25 at the 
age of 76, will best be remembered by railwaymen for his 
drastic reorganisation of the Victorian Government Railways. 
His experience in high office on the Canadian Pacific Railway 
led to his being selected in 1903 for the position of Chairman 
of Commissioners of the Victorian Government Railways 
which were then in a poor state financially, largely because 
of political conditions. He insisted on having a free hand 
and to a great extent succeeded in obtaining it. That his 
policy was right is shown by the fact that during the seven 
years in which he held office a deficit of £1,912,048 was 
turned into a surplus of £936,726. Although electrification 
of the Melbourne suburban railways was not carried out 
during his administration, he prepared the way for it. 
During the summer of 1907 he inspected the most important 
examples of electrified steam lines in England and America 
and published a comprehensive report of his tour of inspec- 
tion. He also secured the services of Mr. Charles H. Merz, 
who had charge of the electrification of the Tyneside lines 
of the North Eastern Railway, as Consulting Engineer to the 
Victorian Government Railways, to report on electrification 
at Melbourne. Mr. Merz, whose report was published in 
the autumn of 1908, estimated that electrification of the 
240 miles of suburban track at Melbourne would ultimately 
involve an expenditure of some £2,225,000. At that time the 
suburban railway traffic of Melbourne had developed rapidly 
under a new steam intensive service, and the Commissioners, 
while recognising that electrification was only a question of 
time, recommended that no immediate action be then taken, 
but that the possibility of electrification be kept in view in 
connection with any other new work which might be under- 
taken. A knighthood was conferred upon Mr. Tait in 1911 
in recognition of his services in Victoria from which he had 
retired in 1910 

a * a ok 


Begging the Question 

The proposal to increase railway charges has been accom- 
panied, perhaps inevitably, by suggestions that the need to 
advance rates might be overcome by the putting into effect 
of economies by the companies. Mr. Frederick Smith, who 
until his recent resignation was Director of Food Transport & 
Warehousing at the Ministry of Food, and who in peacetime 
is Chief of the Transport Executive of Lever Bros. and Uni- 
lever Limited, has brought forward again his plan for a 
radial system of railway operation which he estimates would 
save £30,000,000 a year. His scheme is based on cutting out 
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small stations and branch lines and concentrating on centres 
served by fully-loaded fast trains, and he calculates that the 
yearly saving would be £17,000,000 on goods and £13,000,000 
on passenger services. At the present time, when the value 
of branch lines is being demonstrated more fully than for 
vears and when the need to avoid local concentration of 
either goods or passengers is greatest, some surprise may be 
occasioned by the re-presentation of the plan, which was 
first brought forward during the early days of the ‘* square 
deal '’ campaign. In any event, as we show elsewhere, under 
the financial agreement between the Government and the 
railways, any economies which may be made by the com 
panies have no relation to the level of charges, which are 
directly related to wartime costs of operation. 


* * * * 


Fostering Private Goodwill 

At the presentation of medals to members of the Southern 
Railway staff who have distinguished themselves by their 
devotion to duty during the war both Mr. R. M. Holland 
Martin, the Chairman, and Mr. E. J. Missenden, the General 
Manager, seized the occasion to stress an important aspect 
of the relations between the company and _ its customers. 
They pointed out that, while the main objective of every 
member of the staff must be service of the Government which 
now controls the lines and thus the aiding of the national 
war effort towards ultimate victory, there must be no 
slackening of the service accorded passengers and traders who 
use the Southern Both referred to the evidence they had 


received from customers of the appreciation which was felt 
of the zeal of the staff in this connection and there was no 
ugeestion whatever that in the stress of war operations there 


which has 
always been a matter of pride and distinction of the British 


had been any tendency to slacken in a service 


railways Nevertheless it was fitting that reference should 
be made to the obligation which rests on every railwayman 
to foster the good relations which have for so long existed 
between the railwaymen and those they serve and with whom 
4+} 


they come daily into intimate contact. In this way they may 
powerfully help in resisting and making good any erosion of a 
precious asset which may result from events over which the 
managements and personnel of the lines have no control. 


¥ * 


Overseas Railway Traffics 
Nothing like a real improvement in Argentine railway 
nings has shown itself in the fifth and sixth weeks of the 

current financial year. The 


| increase of 204,000 pesos in the 
fifth weck on the Buenos Ayres Great Southern has been 
followed by a decrease of 176,000 pesos in the sixth week, 
ind the gain of 10,000 pesos by the Buenos Ayres Western 


in the fifth week has been wiped out by the 13,000 pesos 
decrease in the sixth week Brazilian railway traffics in the 
two weeks have been rather better in sterling, but the only 
improvement in currency receipts has been that of 122 contos 
on the Great Western. 


No.of Weekly Inc.or Azxzzrecate Increase or 


Week Traffics De2creias: Tra‘fi- Decrease 
Buenos Ayres & Pacific* , 6th 1,112 159 6,673 969 
Buenos Ayres Great Southern* 6th 1,753 176 11,516 246 
Buenos Ayres Western* 6th 663 13 3,782 429 
Central Argentine* 6th 1,465 653 8,771 4,454 

£ £ £ £ 

Canadian Pacific re 32nd 685,200 160,400 19,508,600 -. 3,767,800 
Bombay, Baroda & Central India {9th 214,950 35,625 3,593,250 334,200 


* Traffic returns in thousands of pesos. 
Central Uruguay traffics in the fifth and sixth weeks of the 
financial year have improved to the extent of £3,686 in 
sterling, although $33,890 down in currency. 


~ 4 oo * 


Portuguese National Railway Company 

he Portuguese National Company operates four separate 
railways in the north-eastern region of the Republic, with 
a total length of 389 km. (242 miles) Two of these, the 
lua-Braganca line (135 km.) and the Santa Comba-Vizeu 
line (50 km.) belong to the company, and the other two, 
Regua-Chaves (98 km.) and Pocinho-Miranda (106 km.), are 
leased from the State All were worked at a loss in 1939. 
Gross traffic receipts on the four lines amounted to 5,693 contos 
against 6,343 contos in 1938, while working expenses were 
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7,196 contos, as compared with 7,331 contos in the previo 
year. There was therefore a loss on working of 1,503 cont: 
Taking into account 140-2 contos for receipts other th 
traffic, and 113-8 contos for balance of guarantees, the 1 
loss was 1,248-8 contos, to which must be added 266 cont 
for financial charges and renewal fund on the State lin 
Traffic statistics again show a decline, number of passeng: 
having fallen, on the four lines, from 410,505, to 390,62 


receipts fell from 3,698 contos to 3,450 contos. The serio 
and continued decrease in receipts on the four railways 
attributed to unrestricted road competition. 


*« * * * 


A Further Call for Machine Tools 

The national need for an adequate supply of machine toc 
increases with the rising tempo of the war, and the Gover 
ment is making every endeavour to secure the maximum u 
of available supplies. We have already recorded the censi 
of tools which has recently been taken. Now the Minist: 
of Supply, in order to bring into effective production ever 
unit, however small, has circularised 20,000 firms with a 
urgent appeal that every spare second-hand machine _ tox 
should be offered him for immediate purchase. He has do1 
this rather than resort to his compulsory powers because | 
feels that the patriotism of owners will yield quicker result 
and will avoid loss of time in establishing the necessity fe 
moving machines. The census and an inspection made b 
the Area Supply Boards have shown that there is still spa1 
machine tool capacity, and of this the Minister wishes full us 
to be made. Firms are asked to give up any machine whi 
can possibly be spared, even where it means cutting dow: 
maintenance plant. It may also be possible to devise mean 
of regrouping and replanning to carry out existing produ 
tion with a smaller number of tools. An appropriate price | 
to be paid for every tool turned over to the Ministry. 


ba * * * 


Watered Stock 

It is a common warcry of the more noisy band of would-b« 
railway reformers that the companies, the emplovees, thx 
stockholders, and the public suffer because of the presence 
of ‘‘ water in the capital.’’ The allegation has been refuted 
officially often enough, but it is interesting to find that the 
origin of the idiom ‘‘ watered stock ’’ has indirect railwa\ 
associations. So, at any rate, asserts the author of an article 


in the current issue of the /Pai/road Alagazine (U.S.A.), who 


attributes it to the result of a livestock deal by Daniel Drew 
He, with Jay Gould and Jim Fiske, managed the Erie Railroad 
about 70 vears ago and had an unenviable reputation. 
turning to finance and railways, Drew had been a drover and 


Before 


it is related that he once bought a large herd of starved cattle 


cheaply and arranged to sell it to John Jacob Astor’s brother 
Henry, who was a New York butcher Drew drove his cattle 
to pasture, emptied sacks of salt over the grass, and just 
before the arrival of Henry Astor, let them gorge themselves 
on water so that they looked fat and heavy and attracted 
a good price. It was when the truth leaked out a little later 
that Wall Street chuckled at the discomfiture of John Jacob's 
brother and coined the term ‘‘ watered stock.” 


* ; kK 


English Freight Trains in the Future 

Among the many railway problems in this country which 
will justify immediate attention after the war is the speeding 
up of freight traffic—fast, slow, pick-up, mineral, and any 
other type. Although many fitted and partly fitted fast 
freight trains have been added to the service during recent 
years, the bulk of the goods and mineral traffic is still conveyed 
in loose-coupled wagons without continuous brakes. Will 
finance and the privately-owned wagon problem be allowed 
to stand in the way of the removal of this system of loose- 
coupled wagons and the replacement of it by modern equip- 
ment and methods? The principal factor influencing the 
capacity of any track is keeping all types of traffic moving at 
as nearly as possible the same speed, and with the not unnatural 
public desire for faster passenger services the problem of the 
slow-moving, cumbersome, loose-coupled freight train has 
been accentuated to the extent that just before the war 
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issenger train accelerations were extraordinarily difficult to 
1ake, and to a degree at which these loose-coupled freights 
re now hindering the contribution which the railway system 
in make to the national effort. Given ways and means, 
1e fitting of continuous brakes on all freight stock in this 
yuntry would be a big step towards bringing back railway 
peration, to certain fundamentals from which it seems to have 
trayed gradually in the last hundred years. 
* * . * 


\re Staff Magazines worth their Cost? 

According to our U.S.A. contemporary the Railway Age, 

study, based on actual facts and figures, of the functions 
erved by the staff magazines of the American railroads— 
ompared with the cost of such publications—has been pre- 
ared by the American Railway Magazine Editors’ Associa- 
ion. Detailed statistics are given for 16 different magazines : 
he number issued in relation to the number of employees ; 
he size of the editorial staffs; the gross cost per issue; the 
dvertising revenue (if any) per issue; the cost per copy ; 
size; and kind of paper used. The cost per copy is shown 
o range from 2} cents to 13 cents (the average being 6 cents). 
Statements are included from executives of the carriers 
ssuing such publications, giving their views on their useful- 
ness in comparison to their cost. Mr. J. L. James of the 
Louisville & Nashville is Chairman of the American Railway 
\Mlagazine Editors’ Association Promotion Committee and, 
presumably, copies of this report are available from him to 
properly interested persons. 

* * * * 


Misplaced Criticism of British Railways 


TY HE storm of criticism which has been aroused by the 

announcement that a further rise in railway charges is 
contemplated from October 1 demonstrates once more the 
need for a clear understanding of the points at issue. It 
shows again the need for the issue of details of the financial 
igreement between the Government and the railways and for 
in explanatory White Paper such as the House of Commons 
sought when it debated the arrangement last April. Without 
these documents it is impossible for the public to form a 
judgment on the merits of the case, and it becomes increas- 
ingly clear that, as has been urged in THE RaILWay GAZETTE 
many times, there should be evolved some definition of the 
functions of the Railway Executive Committee and the 
General Managers of the companies in their respective 
spheres. It cannot be disputed that Regulation 69 of the 
Defence Regulations, to which reference was made in THE 
RAILWAY GAZETTE of June 28, gives by itself wide powers to 
the Minister. It requires that any property of the controlled 
undertakings shall be placed at the disposal of the Minister 
in accordance with instructions given by him or on his 
behalf, and that the undertakings controlled shall be carried 
on in accordance with any directions so given. The question 
arises, however, as to whether in actual practice the functions 
of the Ministry of Transport have not gone considerably 
beyond the apparent intention at the time the Minister 
assumed control of the railways under the Defence (General) 
Regulations, 1939, made in accordance with the Emergency 
Powers (Defence) Act of 1939. As was pointed out by the 
Chairmen at the annual meetings, there was to be a com- 
munity of financial interest. The Government considered it 
necessary that the companies should have a direct financial 
interest in the expenses of working the railways and some 
inducement to see that charges were maintained at an 
economic level and a direct concern in the amount secured 
by way of net revenue. 

Lord Horne let it be known that the Minister had said 
he had no desire to intervene in the day-to-day management 
of the railways except in so far as might be necessary to 
secure that they were carried on in such a manner as he 
thought desirable for the efficient prosecution of the war, 
including the maintenance of essential supplies and services. 
Lord Stamp, in giving his views on the functions of the 
R.E.C. and the companies, said that while theoretically, and 
in law, the scope of Governmental interference and control 
was very wide indeed, in practice it would no doubt be con 
fined to matters in which the State, for the prosecution of 
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the war, had a direct interest. It will be remembered that 
the Government would not accept the plan of the railway 
companies which was that they should be guaranteed a 
minimum net revenue and a fixed percentage on any gross 
revenues beyond an agreed level. It is extremely unlikely 
that any confidence placed in the managements to conduct 
their businesses by the most economical methods would 
have been abused and, if this was feared, it would have been 
relatively simple to have made provision for supervision of 
costs. The present plan does not, of course, ensure econo- 
mical working; all it does it is provide that when costs rise 
the users must make good the gap. 

A point which emerges clearly from the criticisms which 
have been made is the wide lack of understanding of the 
basis of the agreement concluded between the Government 
and the companies. On another page we give some extracts 
from the lay press and from them it will be seen how freely 
the onus for the higher charges is placed on the railway com- 
panies. Leaving aside the popular daily press, which is 
sometimes given to looseness of expression in order to 
impress on its readers what it conceives to be the salient 
points, it may be noted that The Financial Times opens its 
editorial comment with the words: ‘‘ The railway companies’ 
application for permission to raise their charges . . .’’ The 
City Editor of The Times says: ‘‘ The railways have made 
application Clearly when newspapers such as these 
show that they do not understand the machinery by which 
the adjustment in charges is made, it is no wonder that 
the general public can be led to believe that it is the 
railway companies which are bent on extracting higher 
charges from travellers and traders. That belief ultimately 
must react unfavourably on the companies, for, as we have 
stressed frequently, the goodwill which they enjoy is a great 
and valuable asset which should be jealously guarded. It 
cannot be stated too clearly that in the matter of charges 
the companies have no choice. Indeed, they have not even 
the right of consultation on the point as to whether their 
charges should remain static, should be lowered, or should be 
raised. The agreement which the Government insisted on 
their accepting had as its keystone the adjustment of charges 
to costs. The Railway Executive Committee, which is the 
agent of the Minister of Transport, surveys working costs 
every quarter and, if there has been an increase which in its 
judgment justifies an advance in charges, it has to submit 
proposals to the Minister as to the changes which should be 
put into force to make good the difference. The Railway 
Executive Committee does this by direction of the Minister 
and not at the behest of the companies. No question of an 
application arises. The Minister considers the proposal of 
the committee, which is subject to examination by depart- 
mental officers, and he can, if he so decides, pass the pro- 
posal to the Consultative Committee—the three permanent 
members of the Railway Rates Tribunal—for advice as to 
the best means of achieving the necessary increase in revenue. 
Under the terms of the agreement the only matter which, 
once the amount to be raised has been accepted by the 
Minister, is open to consideration, is the manner in which 
the desired sum is to be achieved. So far as the railway 
companies are concerned, their only function in the matter 
is to apply the charges which are decided for them by the 
Minister, who brings the higher level into effect by the 
issue of a Statutory Rule & Order. 

In some quarters it has been suggested that the House of 
Commons should insist that the proposed increase in charges 
should not be made effective. The only way in which it 
could do this would be by revoking the agreement—in effect 
refusal to implement the proposed increase would be tanta- 
mount to tearing up the agreement. Whether or not that 
should be done is a matter for the Government, but it would 
necessitate the negotiation of some other agreement to cover 
the period of control. If the Government in the light of the 
experience it has had of the working of its own plan, desired 
to negotiate some other arrangement it should not take 
long to do so. The parties to the present agreement are free 
to propose revision of the scheme after the end of the present 
vear ‘‘ for any cause of a major character ’’ but whether this 
could usefully be done while the major items of cost remain 
uncontrolled seems open to doubt. 











Colonel Mount’s Annual Report 


ECAUSE of the war the annual report for 1939 presented 
by Lt.-Colonel A. H. L. Mount, Chief Inspecting Officer 
of Railways, to the Minister of Transport, is considerably 
shorter than usual, and is intended to be read in conjunction 
with the 1938 report. After the outbreak of hostilities a 
Railways (Notice of Accidents) Notification Order (No. 1214 
of Statutory Rules and Orders, 1939) was issued, altering the 
degree of obligation resting on the railway companies with 
respect to the reporting of accidents to the Minister, pre- 
viously defined by an Order of 1934. Requirement to report 
became limited to: (a) all accidents, including those arising 
directly from enemy action, attended with loss of life or 
serious injury to any person whomsoever, and (0) all accidents, 
including those arising directly from enemy action, causing 
serious damage to rolling stock, equipment or works. No 
other accident need now be reported. Serious personal 
injury was defined by the Order as amputation of limbs, 
fractures or dislocations, and internal injuries, while serious 
damage covers any accident involving interruption in the 
working of traffic over any running line for more than three 
hours, or one likely to do so. The néw conditions applied 
practically for four months of the year under review, and, 
except for fatalities, which remain unaffected by the change, 
the statistics in the report are therefore not strictly comparable 
with those for previous years, whilst the average figures for 
the 5-year period, 1935-1939, are also affected, but of course 
to a lesser extent. The general methods of classification 
adopted in compiling previous reports have been retained, 
with the familiar grouping of accidents into train accidents, 
properly so called, movement, and non-movement accidents, 
casualties being given for passengers, servants, including 
contractors’ servants, and other persons, exclusive of tres- 
passers and suicides, which are given separately. The form 
of the report has been thus kept broadly similar to that used 
for earlier years, which facilitates its study. 

In train accidents we find 9 passengers killed and 795 
injured, compared with 11 killed and 533 injured in 1938 ; 
the averages for 1935-1939 were 17 and 648. Eight servants 
were killed and 59 injured in such accidents, compared with 
7 and 62; the 5-year averages were 10 and 78. The figures 
for other persons were 10 killed and 20 injured, as against 
12 and 49 for 1938, excluding, as already stated, trespassers 
and suicides, with which we are not here concerned. Total 
casualties in train accidents were thus 27 killed and 874 
injured; the previous 5-year averages were 39 and 759 
fotal train mileage, passenger and freight, was 425-2 millions, 
against 453-1 millions in 1938 ; the 1935-1939 average amounted 
to 443-3 millions. Eight accidents were the subject of formal 
inquiry. Three were found to be due to failure to observe 
and obey signals, one was caused by a signalman failing to 
obey the regulations, one by excessive speed where special 
caution was necessary, one by lack of proper understanding 
between a shunter and a signalman, one by the carelessness 
of a road vehicle driver at a level crossing, and the remaining 
case was brought about by malicious interference with the 
track. Recommendations were made and adopted, wholly 
or partly, in six cases; in the seventh the recommendation 
remains still under consideration. Certain other accidents 
were dealt with by correspondence. The report makes special 
reference to the features of the Hatfield, Saltcoats, and 
Bletchley accidents, dealt with at length in our issues for 
July 7, 1939, January 26, 1940, and March 1, 1940, respectively. 
The Hatfield accident led to the suggestion that the railways 
might consider the provision of stormproof box-to-box tele- 
phone facilities, to allow of emergency block working in 
localities where congestion was peculiarly likely to arise 
without something of the kind, should the ordinary electrical 
communication become totally interrupted. The Bletchley 
collision was the first occurring after the imposition of the 
blackout to give rise to serious consequences and was especially 
remarkable for the fact that no fewer than six signals (including 
one caution and two stop indications) were passed unseen by 
a double headed train. There were serious underestimation 
of speed, loss of location and bad weather conditions, combined 
with insufficient knowledge of the road by the driver of the 
leading engine. A colour-light distant signal might have had 
preventive effect, the report points out, and warning type 
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A.T.C. would have ensured obedience to signals. The high- 
speed tests which the L.M.S.R. was carrying out with it 
magnetic A.T.C. apparatus have unfortunately had to | 
suspended owing to the war. It is satisfactory that a cor 
siderable number of the engines of that company is bein 
fitted with speedometers, something we have long desire 
to see. There is, of course, at present a special wartim 
maximum speed restriction of 60 m.p.h. A.T.C. at the dista1 
signal might have prevented, or mitigated the effects o 
36 train accidents into which inquiries were not held and i 
which 29 people were injured. Failures of coupling apparati 
are not referred to in the present report. 

The statistical table referring to level crossing accident 
has been slightly re-arranged, to combine information pri 
viously set out separately, and enables the position to b 
seen at a glance. The figures compare not unfavourably wit! 
the 1935-1939 averages. Thus we find 13 persons were kille: 
and 9 injured in 1939 at public road crossings with gates 
against averages of 13 and 15 respectively. Cases of materia 
damage to gates or vehicles or injuries to cattle were 73 
against a 5-year average of 112. The risk of accident at 
gated public crossings, of which there are about 4,360 in thi 
country, is, as the report emphasises, negligible compared 
with the other risks of the road. To assist road users a 
night the companies have been asked to provide suitably 
masked gate lamps and to maintain the gates in the most 
conspicuous condition practicable. Although the casualty 
figures for occupation crossings, regarding which the law 
places no specific responsibility on the railways to safeguard 
vehicles and pedestrians, cannot be considered as really 
serious, nevertheless the anxiety felt about such crossings 
remains. A single accident may very easily entail extremely 
grave consequences and be produced by a moment’s careless 
ness on the part of an irresponsible individual, driving, say, 
a heavy motor vehicle over the line without looking to see 
that it is safe to do so. The serious accident at Hilgay on 
June 1, 1939, in which 4 passengers lost their lives, was such 
a case and Colonel Mount, in his report on it, dwelt at 
length on the whole legal and practical aspect of the occupation 
crossing problem; his remarks were published almost in 
full in THE RAtLWAy GAZETTE for December 15, 1939, page 769 
The use of warning apparatus, notifying the public of the 
approach of trains, is being extended, we believe, in places, 
but its provision involves technical—and even legal—con- 
siderations not altogether easy of satisfaction in some instances 
In any case, no warning device can of itself be really proof 
against sheer stupidity and gross negligence. 

In the movement class of accidents, as distinct from train 
accidents proper, the great bulk, the report observes, is 
‘due to misadventure, or caused by a want of caution or 
misconduct on the part of passengers concerned.’’ Fatalities 
caused by entering or leaving trains in motion in 1939 were 
considerably above previous averages, but injuries were 
lower. Fatalities due to falling from platforms or being 
struck by trains also increased; doubtless the blackout, 
which was rather severe in the first month or two of hostilities, 
has influenced the results. The report discusses at some 
length accidents to servants, which still give cause for a good 
deal of anxiety. Owing to altered conditions of work and 
other influencing circumstances, the figures for men working 
on the line are more readily compared with pre-war ones, a 
man struck by an engine or train almost always being so 
seriously injured as to be still a reportable casualty. Work 
is seldom carried on during blackout hours unless the track is 
closed to traffic, and therefore practically all cases of injury 
in this class of employment can be assumed to be reported. 
There were 76 accidents, one more than in 1938, resulting 
in 84 casualties (57 killed, 27 injured), an increase of two. 
Fifteen casualties arose from 11 instances of failure to appoint 
a look-out man, although in each case one was available. 
“It is rare today,’ the report says, ‘‘to find that failure to 
provide protection is due to non-availability of such a man. 
It is also satisfactory to note that an increasing proportion 
of men working on the line are now passed for look-out duties.”’ 
Nine casualties arose from the look-out man himself being at 
fault, but it is remarkable that no fewer than 5 look-out men 
duly warned other men and then failed to take up a safe 
position themselves. The remaining 60 casualties are 
attributable to failure to act correctly after receipt of a warning, 
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vant of care on the part of the individual concerned or of 
thers, and accidental causes. In about half the cases due 
» want of care the person concerned was apparently taken 
nawares, and the report observes “ after a review of all the 
ircumstances in each case, it was considered that a look-out 
nan was unnecessary, as with ordinary care it should have 
een realised that an engine or train was approaching. With 
egard to the remainder, there was reason to believe that the 
nen concerned were aware of the approaching train but 
icted incorrectly, and that in 17 instances the accidents would 
1ave been avoided by compliance with Rule 234(a).’”’ Alto- 
zether 69 per cent. of the casualties to men working on the 
ine, through being struck by engines and trains, are con- 
sidered attributable to lack of individual care. 

Reviewing the whole situation generally Colonel Mount 
says ‘‘ It will be seen, therefore, that by far the greater pro- 
portion of these accidents result from this cause, and material 
reduction in the casualty list can only come about by the 
exercise of greater caution on the part of the men themselves. 
It has been proposed on more than one occasion that the pro- 
vision of a look-out man for every gang would reduce the 
incidence of these accidents, but in addition to the foregoing 
information there appear to be a number of reasons for anti- 
cipating that the proposal would not have the desired effect. 
For example, it would not cover occasions when the gang is 
split into small sections, or when more than one look-out 
man is required ; the staff of the Signal and Telegraph Depart- 
ments are also concerned, as well as tradesmen and labourers 
who work on the line, apart from track maintainers. More- 
over, look-out men would be employed on many occasions 
when they are not necessary, and the use of such men in these 
circumstances would tend to foster lack of care on the part 
of those whose occupation necessarily requires them to remain 
always on the alert. In such circumstances also, familiarity 
with the monotonous duty of looking-out might lead to in- 
attention to the task, and the look-out man would know 
that he had been appointed because it was the normal practice 
and not necessarily because he was really needed. Finally, 
the most important thing to avoid, and to discourage, is 
laziness of mind in any individual; unfortunately it is the 
presence of a look-out man which induces this tendency, and 
his employment unnecessarily should be avoided in the in- 
terests of the safety of the men themselves. One of the 
difficulties referred to above might be overcome by making 
the permanent-way inspector responsible for any additional 
look-out men when necessary. This, however, would remove 
the responsibility for such appointment from the ganger, or 
from the man in charge for the time being, and would under- 
mine the vital principle that the man on the spot is the only 
person competent to judge what protection is needed for 
safety, having regard to the conditions which may alter 
hourly. There are also subsidiary reasons against the pro- 
posal, namely, lack of local knowledge, non-accessibility of the 
inspector, etc. On the other hand, all instructions and lite- 
rature on the subject are designed to impress on gangers that 
their first consideration must be the safety of the men in their 
charge, and there are no indications that the companies place 
any restrictions upon the use of look-out men; in fact they 
are particularly careful to avoid interference with the powers 
of the ganger in this respect. 

‘With regard, therefore, to the practical measures which 
can be adopted to reduce the incidence of this class of accident, 
I would refer to the remarks in my last Annual Report, which, 
judging by the figures now under review, still apply. The 
worst features are lack of individual care, failure to act 
correctly after warning, momentary thoughtlessness and dis- 
obedience to safety rules; they account for the majority of 
the casualties, as is emphasised once again by the fact that 
15 out of 84 in 1939, or not more than 18 per cent., were due 
to inadequate protection. The encouragement of the habit 
of self-reliance and of warning other men nearby is of the 
utmost value ; it is imperative that men working on the line 
should watch for their own safety and that of others. The 
most profitable way of improving the incidence of casualty 
is by adherence to the closest co-operation between all con- 
cerned in the application of the four recognised preventive 
arrangements, namely, protection where required, education, 
inquiry procedure, and discipline; I would add a fifth— 
reward. In addition to the policy of holding inquiries into 
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every accident to men working on the permanent way, which 
is being maintained so far as it is practicable in present circum- 
tances, I look on education, disciplinary action, and the dis- 
semination of information regarding the circumstances which 
have led up to accidents as the best means of contributing to 
a reduction in the number of casualties in this occupation. 
It is difficult to form comparisons with previous years regard- 
ing the risks involved in work on the permanent-way, but this 
can be done in the case of accidents to the 63,237 permanent- 
way men, signal fitters and telegraph wiremen, in which 
grades 85 per cent. of the total casualties occurred. The 
incidence of accident in these grades was approximately one 
casualty in respect of every 900 persons employed, which 
figure coincides with the averages for each of the 5-year periods 
1930-34 and 1935-39.” 

Turning to accidents to men while walking or standing on 
the line on duty, or proceeding to or from work, total casualties 
amounted to 119, compared with 161 for 1938 and 163 and 
154 for the two preceding 5-year averages ; here again most 
were caused by lack of individual caution. In the case of 
coupling and uncoupling accidents, fatalities alone are com- 
parable with previous years, since many injuries arising 
therefrom are of a trivial character. Once again, the non- 
observance of elementary rules led to several fatalities which 
would not otherwise have occurred. As was to be expected, 
the report makes special reference to the effects of war con- 
ditions and the blackout on the safety of working. ‘‘ Traffic 
and locomotive personnel,’ it says, ‘‘ have perhaps felt the 
effect of operation under war conditions to a greater extent 
than those of other departments ; their work increased and, in 
many instances, it changed in character, while at night difficult 
conditions resulted from reduced lighting. In the early 
stages of the war the lighting restrictions were not only new, 
but had to be put into effect throughout the country at a few 
hours’ notice, with the result that in many cases they were 
more severe than was later found necessary. Men in other 
departments, however, were also affected by the changed 
conditions and towards the end of the year there was generally 
some lengthening of hours due to shortage of personnel and 
sickness. It is only possible to base comparisons on fatalities 
and the following table is a summary for all grades, covering 
the last four months of 1938 and 1939 :—”’ 





During darkness During daylight 


| 
ee . enna eran | Total 
Month Movement Non- Movement Non- 
movement movement | 
1938 | 1939 | 1938 | 1939 | 1938 | 1939 | 1938 | 1939 | 1938 1939 
September...|° 5 6 ! ol um |uut 3 eo! 2 | 2 
October 4 4 | 0 2 ej i4| 2] 6] 14 | 26 
November 5 14 ! 2 i 21 Bi i 20 
December 10 7 3 7/0] 2| 74)2'4| 2 
—| | - 
Totals .... 24 31 3 7 31 42 7 i 8 65 93 


“It will be observed,’’ the report continues, ‘ that, as 
compared with 1938, there was an increase of 28 fatalities 
(17 in daylight and 11 after dark). While exceptional con- 
ditions incidental to the war may be regarded as the general 
cause of this increase, the diminished lighting in particular 
contributed to many of the accidents which occurred at night. 
Owing, however, to the varying phases of railway operation, 
it is difficult to estimate the extent to which such conditions 
were the prevailing feature, but after careful consideration 
of all the available facts relating to each case, it is thought 
that reduced lighting may have contributed to 21 of the 
38 fatalities which occurred during darkness in the last four 
months. On the other hand, the blackout appears to have 
had a certain preventive effect, the result presumably of the 
exercise of greater care, as is shown by the reduction in acci- 
dents to men while walking or standing on the line on duty, 
or when proceeding to or from work. The problem of lighting 
at yards and stations is under continuous review between the 
officers of the railway companies, of this Ministry and of the 
Ministry of Home Security, in order that any points of difficulty 
or danger may be dealt with as soon as they arise, and, as a 
result, considerable improvements have been éffected. Other 
aspects of operation are also receiving close attention under 
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Annual! Annual Annual 
average average average Particulars Year 1938 Year '939 
1925-1929 1930-1934 1935-1939 
941 796 746 Accidents to trains 717 554 
9,141 5,772 4,149 Accidents to or failure of rolling stock or permanent cea : 3,595 2,310 
K. I. K. I. K. 3 Casualties : : K. I. ; ©& I. 
91 3,733 74 4,394 86 5,342 Passengers 69 5,523 | 87 4,123 
210 3,267 183 2,592 198 2,576 Servants 200 2,690 217 1,877 
67 158 5S! 146 | 54 120 Other persons 52 isi | 54 72 
368 «7,158 | 308 7,132 | 338 8,038 Totals 321 8,364 | 358 6,072 
1,661 1,612 1,704 Passenger journeys, excluding free conveyance (millions) . see < oe 1,720 1,541 
320 288 2997 Freight tonnage (millions) ; 285 284% 
17,562 16,060 17,230* Net ton miles (millions) ... 16,679 Not available 
680,197 603,62! 593,741 Companies’ servants employed (March) : . 608,719 589,880 
401-3 416-2 443-3 Passenger and freight train mileage (millions) : mor 7 a et aes 453-1 425-2 
122-6 112-6 114-3 Shunting mileage (millions) ae oe ana 112-7 108-8 
29-0 26-8 29°4 Light engine mileage (millions) ... a on : ‘ie pa ‘al ia is 29-3 30:0 
All casualties per million train allies : re — ae 
0-9 0-7 0-7 Killed ... eon os Sei 0-7 0-8 
18 17 18 Injured ... 18 14 





* Average for 1935-1938. 


present exceptional conditions and, as already stated, in- 
quiries into personnel accidents are being carried out on an 
increasing scale.’’ The report contains the usual statement 
covering non-movement accidents and the table summarising 
the casualties attributable to all movement on rail, which we 
reproduce in our customary form, adding some columns which 
are omitted this year from the report itself for the sake of 
brevity. 

Che liability to casualty to passengers in train accidents 
during 1939 works out at 1 killed to 171 millions carried and 
1 injured to nearly 2 millions. Passenger and freight 
train-miles were about 53 millions per fatality to servants 
and 7 millions per injury. ‘These figures and_ the 
earlier statistics,’" says Colonel Mount in his report, 
“show that the usual high standard of safety was fully main- 
tained, notwithstanding the greatly increased pressure of 
traffic since the outbreak of war and the unusual operating 
conditions due to the blackout. Indeed, the record for 1939 
reflects credit on both the travelling public and the railway 
staffs. There was .only one serious train accident and, with 
regard to the 42 fatalities to passengers in movement acci- 
dents, due to falling off platforms and when entering or 
alighting from trains, 19 occurred during the blackout of the 
last four months of the year. The effect, however, of opera- 
tion under war conditions was mainly reflected in the incidence 
of accident to railway servants ; although they accommodated 
themselves with surprising rapidity, speaking generally they 
had to handle increased traffic with depleted numbers, while 
restricted lighting of vards and stations accentuated their 
difficulties and increased delay . . . In movement and non- 
movement accidents they suffered 249 fatalities, as com- 
pared with 232 in 1938 ; but the effect of the altered conditions 
after the outbreak of war is illustrated by the fact that during 
the first eight months of the year the total fell by 11, while 
there was a rise of 28 (17 in daylight and 11 after dark) during 
the last four months. On the other hand, in view of the heavy 
traffic and adverse conditions following the outbreak of 
war, this increase cannot be regarded as surprising, and it 
would have been worse but for the improvement of the last 
four months (apparently due to the cautionary effect of the 
blackout) in the incidence of accident to men walking or stand- 
ing (not working) on the permanent way. Indeed, the satis- 
factory results achieved were mainly due to the willing co- 
operation of railwaymen generally, and their endurance and 
resource are worthy of the highest praise ; everything possible 
is being done within the limits which war conditions prescribe 
to assist in improving working conditions.” 

We cordially subscribe to the above well-deserved tribute to 
the work accomplished, frequently under very onerous con- 
ditions in the winter months, by the railway staffs. Guards 
on the electric trains of the compartment type, for instance, 
had no light task in the rush hours at the best of times, let 


+ Average for 1935-1938, including free hauled. 


t Excluding free hauled. 


alone when bad winter weather prevailed, and the platform 
staffs had their own anxieties to contend with too. Members 
of the public have indeed contributed their part to the results 
achieved. Bad and unfamiliar as the blackout conditions 
were at first, people remained cheerful and, for the most part, 
helpful. The working of stations went on surprisingly well 
when it is considered that fog at times made looking for seats 
and entering and leaving trains in the short station stops 
anything but an agreeable proceeding. Nevertheless, acci 
dents were very rare, and the excellent record for safe working 
enjoyed by our British railways has been splendidly main- 
tained. The report contains fewer tables than usual, some 
having been combined to save space, while the information 
ordinarily given in others has been compiled and may be con- 
sulted at the Ministry of Transport. 


Backing Trains in the U.S.A. 


FEATURE of American railway operation is the extensive 
- use made of backing in the approach to terminals. This 
is usually due to the lack of direct connections between one 
railway exercising running powers and the terminal into 
which those powers are exercised, and some of the backing 
operations are surprisingly lengthy. An extreme example is 
that of the Nickel Plate (New York, Chicago & St. Louis 
Railroad), which to obtain access to the New York Central- 
Rock Island terminus at Salle Street, Chicago, backs its 
trains for roughly 12 miles from 93rd Street, via Englewood. 
Empty stock for outgoing passenger trains is similarly backed 
from the car sidings, at times over considerable distances. 
For these workings, a brakesman rides on the front end of 
the train that is being backed, provided with a flexible con- 
nection to the brake-pipe that enables him to control the 
brakes, and an air-operated whistle to warn men working 
on the line; if the leading car has an end platform, his 
journey is reasonably comfortable, but if it is a ‘‘ blind end,”’ 
on which the brakesman can only “ stay put by means 
of hand-holds, his job is less enviable, especially in winter. 
The Chicago & North Western, which operates a busy sub- 
urban service round Chicago, has further developed the back- 
ing principle in the rush hours, inward-bound morning 
suburban trains being backed out empty to their starting- 
points before making a second inward journey, with a reversal 
of the process at night. This is not push-and-pull working 
of the British and French types, as the American driver 
remains on the footplate, and a brakesman on the leading 
end of the train controls the brakes, when the train is thus 
being backed. Portable headlights are carried for this 
C. & ‘N.W. reverse working. 
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PUBLICATIONS RECEIVED 


Philips Practical Welding Course. 
mdon: Published by Philips Indus- 
ial (Philips Lamps Limited), Century 
yuse, Shaftesbury Avenue, W.C.2. 
Sin. x 64in. 102 pp. Price 3s. 6d.— 
his little book appears appropriately 
hen the training facilities of the 
untry are being taxed to the utmost 
almost every branch of industry, of 
hich not the least important is electric 
c welding. Although no text-book can 
a substitute for practical experience, 
e student who supplements his train- 
g in the shop by study will find his 
ite of progress accelerated and, what 
no less important, the instructor’s 
isk will be made easier. This book will 


serve a fourfold purpose: it will assist 
the student to a clear understanding of 
the various factors involved in the arc 
welding of metals; it will provide the 
instructor with a _ useful source of 
reference ; it will widen the knowledge 
of the experienced operator in respect 
of the many factors not directly con- 
cerned with actual welding practice, but, 
nevertheless, having an important bear- 
ing on the results obtained; and for 
the executive responsible for the work 
of the welding shop the book will help 
to increase the understanding of the 
many problems which may arise. The 
volume is divided into 13 chapters, 
covering every phase of arc welding in 
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logical sequence. After a review of 
methods there is a brief discussion of 
the fundamental electrical principles 
involved, and then comes a chapter on 
the types of equipment available. 
Chapter IV covers the metallurgy of 
steel and cast iron, and the next three 
chapters are concerned with welding 
practice. A special section comes next 
devoted to cast iron welding, and, 
finally, there are two chapters dealing, 
respectively, with metallography and 
the examination of weld metals, and 
the costing of welding work. Eighteen 
appendices give much useful welding 
data and many mathematical and other 
tables. The publishers have special 
terms for quantities of one dozen 
or more copies of the book ordered 
together. 








THE SCRAP HEAP 


‘New Lock-and-Block Instrument, 
talian State Railways.’’—The title of an 
vticle in ‘‘The Railway Gazette’’ of 
tly 19. 

A correspondent asks whether this is 

parallel invention te the Shoot-and- 
Bolt Battleships, Italian Navy ? 


* * * 


Under war conditions, with linen and 
ther textile articles becoming both 
nore costly and more difficult to obtain, 
isses of towels, antimacassars, rugs, and 
imilar railway equipment, are even 
nore serious than normally. A recent 
ensus showed that during the past 
welve months, such losses on the 
L.M.S.R. included over 3,000 sheets, 
early 18,000 towels, over 12,000 pillow 
slips, 2,300 rugs, and more than 20,000 
intimacassars. 

+ * * 

RAILWAY INSPECTOR AS PROSECUTOR 

An objection was taken by a solicitor 
on professional grounds at a Welsh 
police court on August 16 to a prosecu 


tion being conducted by an inspector 
of the Great Western Railway Com 
pany. In this case several persons wer« 


charged with stealing wooden’ keys 
belonging to the company, and the in 
spector was the informant. After hear- 
ing the objection, the Chairman said 
that the bench had felt for some time 
that prosecutions of this kind, especi- 
ally larceny charges, should be con- 
ducted by a solicitor. The inspector 
said that he would acquaint’ the 
London headquarters with the Chair- 
man’s intimation. 


TRAMS UV. BRIDGES 

Meanwhile the management (of the 
Cardiff Tramways) had for some time 
been considering the problem of intro- 
ducing top-covered cars to Cardiff 
As a result of this, No. 25 was fitted in 
1922 with a wooden framework to 
represent a top-cover, made to measure- 
ments which were calculated to clear 


the overhead railway bridges. This car 
sailed forth from Roath Depot, cleared 
the two bridges then belonging to the 
T.V.R. (Roath Branch) and R.R., and 
came to grief under the Queen St. 
bridge carrying the T.V.R. main line. 
This was due to the track at that point 
being both curved and on a sharply- 
changing gradient. The frame was 
lowered as a result of this, and found 
to clear all the bridges. As a final test 
the car was brought to rest under Bute 
St. bridge in the small hours to wait 
the passing of a Great Western Rail 
way express. The bridge deflection was 
such that the frame had to be lowered 
again to give completely satisfactory 
results, but this left the top-deck head 
room little more than five feet, and it 


Just arrived at 


oi vod (Ont 





looked as though Cardiff would never 
see top-covered cars. 

In spite of these discouraging results, 
the rolling-stock department persisted 
in their efforts, and an entirely new car 
was designed in collaboration with the 
Brush Electrical Engineering Company. 
This company built the car, and it was 
delivered to Roath Depot from adjoin- 
ing G.W.R. sidings on March 27, 1923. 
To the relief of those who had pinned 


their faith to the design, this car 
passed every clearance test without 


difficulty.—From 
Tramways, Part 2,”’ 
Tramway.”’ 

* * * 


‘“* Cardiff's Electric 
in ‘‘ The Modern 


A correspondent reminds’ s of the 
words of the poet : 

‘ Quoth the Raven, never more "’ 
parodies it by adding : 

‘Quoth the Railways, Ever more.” 


and 


Fe | 


Xx « 


Be 


me 


te 


It is suggested to us by a correspondent that * this magnificent photograph of 
an ex-L.S.W.R. passenger train arriving at the Forth Bridge behind one of 
Mr. Drummond’s masterpieces ”’ might be reproduced in the Scrap Heap, with 
an explanatory note as to whether the view represents :— 
(a) A remarkable feat of pre-grouping inter-railway working of which 
the companies concerned have hitherto been ignorant ; or 
(b) A highly original piece of propaganda designed to confuse the enemy. 
We regret that we are unable to resolve our correspondent’s doubts 
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OVERSEAS RAILWAY 
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AFFAIRS 


(From our special correspondents) 


SOUTH AFRICA 
Results of Working : 1939-1940 


The final results of working of the 
South African Railways and Harbours 
for the financial year ended March 31, 
1940, show a net surplus of £1,681,360, of 
which an amount of £117,897 is required 
to liquidate the deficit brought forward 
from 1938-1939, leaving a balance of 
{1,563,463 to be carried forward to the 
current year Special appropriations 
during the year accounted for £2,087,000 
made up as follows 


£ 
Betterment Fund : ‘ 1,000,000 
Deficiency in Pension and Superannuation 
Funds . 287,000 
Special contribution to Renewals Fund 800,000 
2,087,000 


Revenue from  transportations  ser- 
during the year totalled 
£33,797,651, an increase of £1,197,520 
on the previous year. Railway working 
expenditure increased from {24,336,685 
to 25,014,956. The total revenue from 
all sources was {39,696,634 compared 
with £38,533,092, and the expenditure 
{35,928,274 compared with £34,943,110 
the previous year. 


vices 


Revenue Record 
\ further revenue record has been 
created The earnings for the week 
ended July 6, 1940, totalled £718,656 
The previous record set up in the week 
ended October 2, 1937, was £713,718. 


RHODESIA 


Explosives Train Destroyed 

The train conveying the weekly 
supplies of explosives from the Cape 
to Rhodesia was destroyed in an ex- 
plosion which occurred on the evening 
of June 15 as the train was crossing 
Foley bridge, in the Bechuanaland Pro- 
tectorate, 158 miles from Bulawayo 
and 325 miles from Mafeking. Despite 
the force of the explosion which com- 
pletely shattered the 14 explosives 
trucks and wrecked the trainsmen’s 
caboose, the van, and other trucks com- 
posing the train, none of the European 
train staff was killed. A caboose native 
and three native police guards at the 
bridge lost their lives, while two 
European railway employees on the 
train were severely injured ; the other 
six men escaping with minor injuries 
and shock The locomotive did not 
sustain much damage and was able to 
proceed under its own steam, but the 
ceiling in a ganger’s cottage half a mile 
away collapsed under the concussion. 

At the actual point of the explosion 
the bridge was completely wrecked 
and a crater blown in the river bed, 
while for a considerable distance the 
ground was churned up and trees up- 
rooted and smashed, while those farther 
away were stripped of leaves, bark and 


branches Goods from the trucks of 
general merchandise were scattered 
over a radius of more than 200 yd. and 
pieces of metal from the trucks were 
picked up at much greater distances 
from the bridge. 

The explosion completely severed 
through rail communication between 
the Union and Rhodesia and, as the 
construction of a temporary bridge and 
deviation was necessary, through rail 
traffic was not restored until June 21, 
although the transhipment of  pas- 
luggage and mails had been 
regular passenger 


sengers, 
arranged for the 
train service. 

The noise of some 200 tons of dyna- 
mite exploding was clearly heard in 
Bulawayo and also at other points up 
to 200 miles from the scene of the dis- 
aster. An enquiry into the cause of 
the explosion is proceeding but no 
official statement has so far been issued. 


of Railwaymen for War 
Service 


Release 


« 


By the middle of June, 230 employees 


of the Rhodesia Railways had_ been 
called up for military service, but 
since then further steps have been 


taken to release the maximum possible 
number of men for full-time training 
and others are being made available for 
part-time training with the Southern 
and Northern Rhodesian defence units. 
The administration has recently an- 
nounced the conditions under which 
employees proceeding on service with 
naval, military, or air force units will 
receive ‘‘ make-up’ pay from the date 
of enlistment up to September 30, 1940, 
when the position will be reviewed in 
the light of the financial position of the 
company. The ‘“ make-up” pay will 
be based on the difference between the 
employee's substantive salary or wage, 
plus certain allowances, and the military 
service pay and dependant’s allow- 
ances, plus the value of rations and 
accommodation. Deductions will be 
made for members’ contributions to 
railway pension, medical, and hospital 
funds, and dependants will continue to 
enjoy their usual free travelling and 
medical facilities. Absence of em- 
ployees on, war service will, after allow- 
ing all leave standing to their credit, be 
regarded as unpaid leave and all such 
absence will count as ordinary service 
for pension purposes. The benefit of 
normal scale increments will be granted 
to employees on war service, and, 
generally, no railwayman will suffer 
loss of seniority or promotion while 
absent on war leave. 


NYASALAND 


Holiday Tours to Lake Nyasa 
The Nyasaland Railways and _ their 
affiliated company in Portuguese East 
Africa, the Trans-Zambesia Railway, 
have introduced inclusive holiday tour 
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tickets from Beira to Lake Nyasa 
visitors to the Nyasaland Protector: 
The winter season tour tickets cover 
a seven-day trip are issued at an 
clusive fare of £10 Os. Od., cover 
rail fares, all meals and bedding 
trains, road transport between Sali: 
station and the hotel on the shore 
Lake Nyasa and hotel charges for 
stay of about 3} days. A similar t 
allowing 7} days at the lake c 
£12 Os. Od. These tours provide 
pleasant holiday in unusual surrour 
ings for residents of Rhodesia a 
Portuguese East Africa while the r: 
journey through  beauti! 
mountainous scenery and includes t 
crossing of the Lower Zambesi brids 
one of the longest in the world. 


CEYLON 


The 1940-41 Budget 


Government Railwa 
total deficit 


passes 


The Ceylon 
is budgeting for a 
Rs. 8,937,800 in the financial year 
1940-41. The corresponding figure for 
1939-40 was Rs. 6,788,430. 

The loss on actual working is esti 
mated at Rs. 5,047,800, and, in addition 
Rs. 3,780,000 in interest on loans an 
Rs. 110,000 in interest on advances wil! 
be payable to the general revenue of 
the island, though the railway will, a 
in the past years, be unable to mak 
these payments. 

Under the draft estimates as framed 
by the railway administration, the total 
ordinary working expenditure in 1940 
41 will be Rs. 21,547,800, which repre 
sents an increase of Rs. 2,124,370, as 
compared with the amount provided 
for the current year. Reasons for this 
increase are given below. 

The estimated total earnings are 
again the round figure of Rs. 16,500,000 
as put down for the current year. In 


come expected from goods _ traffic 
is Rs. 8,700,000, from _— passenger 


traffic, road and railcar services, etc., 
Rs. 7,300,000 ; and from miscellaneous 
receipts, Rs. 500,000. In 1938-39 
the total earnings amounted _ to 
Rs. 15,441,203 and the total ordinary 
working expenditure to Rs. 20,021,602. 

On the expenditure side, the railway 
is faced in 1940-41 with an increase, 
over the current year’s estimate in 
respect of transportation expenses, of no 
less than Rs. 1,907,294. An increase of 
Rs. 337,576 is also expected under the 
heading of maintenance of locomotives 
and rolling stock. The expenditure on 
the maintenance of way and works, on 
the other hand, will be reduced next 
vear to the extent of Rs. 123,025. 


Shortage of Locomotives 


A serious position with regard to 
deficiency of locomotives and _ rolling 
stock is reported, and estimates involv- 
ing large sums for renewals have been 
submitted to the Ministry of Communi- 
cations and Works. The position as 
regards locomotive stock is ‘‘ deteriorat- 
ing’ and the shortage, it is reported, 
will be 58 engines, before any renewals 
can be effected. ‘‘ Maintenance costs 
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rising, but even this cannot stop 

decline,’’ it is added. A vote for 
< engines was included in the 1939-40 
timates, but it was deleted on grounds 
economy. The railway administra- 
m has now asked sanction for ten 
gines in 1940-41 to replace a portion 
the deficiency. The total estimate 

this item is given as Rs. 1,735,294, 
it the sum actually required in the 
xt financial year would be Rs. 75,000. 
The deletion of the vote in 1939-40 
r renewal of rolling stock, it is stated, 
ided to the railway’s difficulty in main- 
ining an adequate service. The 
ithorised stock of coaches is at present 
ort by 20 per cent., and the wagon 
ock by 26} per cent., figures which, 
cording to an official comment, indi- 
ite the seriousness of the position. 
he administration has submitted a 
esh programme of rolling stock 
newals involving an expenditure of 
°s. 1,277,600. 


Rolling Stock Programme 

Under this programme it is proposed 
» build the following vehicles :—22 
ogie coaches, 11 bogie wagons, 5 bogie 
oal wagon conversions, and 10 ballast 
vagons (converted from wooden-covered 
xoods wagons). The expenditure to be 
neurred in 1940-41 against this pro- 
‘ramme is estimated at Rs. 640,600. 

\t the same time, it is proposed to 
purchase two more diesel trains against 
the rolling stock deficiency, at a cost of 
Rs. 742,000. An advance vote of 
ts. 1,000 only will be required for this 
rder in the next financial vear. It is 
pointed out that these trains show a 
saving of over 30 per cent. in operating 
costs as compared with steam trains. 
Further, the restoration of the vote for 
six new railcars which was deleted from 
the 1939-40 estimates is asked for. This 
will entail a vote of Rs. 394,000 in 
1940-41, but the total estimate is 
Rs. 788,000. 


INDIA 


Research on Hardinge Bridge Piers 


\s mentioned in a previous issue of 
CHE RatLway GAZETTE, an, interesting 
i at the 
Sta- 


investigation 1s In 
Central Hydrodynamic 
tion, Poona, in connection with safety 
of the Hardinge bridge across the River 
Ganges on the Eastern Bengal Railway. 
Experiments are directed to determine 
the best method of protecting bridge 
piers against scour. The study is being 
made with scale models of the piers of 
the bridge, and Ganges sand from the 
site of the bridge is used for the bed of 
the model river. The object is to find 
what action takes place during periods 
of high flood near stone pitching placed 
round piers, how protection can, best be 
secured against straight and oblique 
flow, and whether or not it is preferable 
to delay pitching until scour has taken 
place, when the stones would have to be 
dropped in from above. The flow round 
unprotected piers and piers with loose 
stone protection has been studied, as 
also the scour in each case. 


progress 


Research 
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Locomotive Building in India 


At the technical conference recently 
initiated by the Railway Board to 
discuss the possibility of an early start 
in the construction of locomotives in 
India, it was expected that, because of 
the war, manufacturers of machinery 
abroad might not be in a position to 
supply machine tools and other plant 
before the financial year 1941-42. More- 
over, the shipment of the machinery 
would be both costly, on account of 
higher freights and war risk insurance, 
and protracted. The whole question, it 
is understood, was examined in detail 
when, the Standing Finance Committee 
for Railways met at Simla about the 
end of June to consider the rolling stock 
for 1941-42. 

Meanwhile an important advance has 
been made in negotiations with the Tata 
Iron and Steel Company for the manu- 
facture of axles, tyres and wheels for 
railway carriages and locomotives. 

Railway Statistics 

In accordance with the recommenda- 
tions of the Wedgwood Committee 
regarding railway statistics and the 
reorganisation of the statistical work of 
the Railway Board, the board deputed 
a senior officer to study the latest 
methods of preparation and interpreta- 
tion of railway statistics as adopted in 
Europe. Owing to the outbreak of war, 
however, this officer has had to curtail 
his stay in Europe and he has, therefore, 
been unable to complete his study of 
even the major English railways, which 
are on a war footing. In the circum- 
stances, the reorganisation of the statis- 
tical work of the Railway Board has 
been indefinitely postponed. 


VICTORIA 


The 1940 Winter Sports Season 

Heavy advance bookings by indivi- 
duals and parties, not to mention 12 
tours arranged or planned by the Vic- 
torian Government Tourist Bureau in 
which over 650 persons from all parts of 
the Commonwealth will participate, 


insure a successful coming season for 


the Chalet, Mount Buffalo National 
Park. Three excellent ski runs will be 
available, the third open for the first 


time and accessible by private motor- 


car. A ski school will again be an 
attraction; in the four years it has 
been open this school has instructed 


over 3,500 persons in the thrills of this 
exciting pastime. In the well-equipped 
sports room 300 pairs of skis and 450) 
pairs of boots and other snow sports 
equipment are available to visitors who 
do not bring their own gear. 


Serious State of Rolling Stock 


The Chief 
Mr. N. C. Harris, 


Railways Commissioner, 
made a recent an- 
nouncement that, unless funds were 
received in the next year or so, the 
Railways Department would be faced 
either with abnormal expenditure on 
maintenance of obsolete rolling stock, 
or a serious failure in the quantity of 
the service it could provide, though 
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safety would still be assured. A three- 
year plan involving nearly £2,000,000 
to cope with arrears and meet current 
repairs and obsolescence of stock, had 
made little headway, and the position 
was still as serious as when the plan 
was prepared. As indicating the falling 
off in rolling stock building the following 
table was quoted :— 


Loco- Car- Vans and 
motives riages Sundries Trucks 
1908-9 to 1912-13... ‘191 344 175 5,510 
1913-14 to 1917-18 ... 207 288 241 3,706 
1928-29 to 1932-33... 34 17 44 996 
1933-34 to 1937-38 ... | 14 67 1,285 
1938-39... ee ae 7 3 360 


The average age of a locomotive on the 
system was now 29 years, as against an 
economic life of 25 years. To maintain 
the stock in an efficient state it was 
necessary to build at least 20 new 
engines annually. The average age of 
coaching and goods stock in use at 
present was about 30 years; it was 
much of it obsolete and insufficient in 
quantity to meet requirements of recent 
vears’ traffic. At holiday times sub- 
urban carriages had to be used for 
country services for which they were 
unsuitable, and, except for a small 
quantity of new stock for the Spirit of 
Progress, buffet, and other special ser- 
vices, few cars had been built since 1926. 
Such a state of affairs militated against 
combating road transport and attracting 
new traffic to the railways. 


BRAZIL 


Sorocabana Railway : Mayrink 
Santos Extension 
On this extension, opened for traffic 
in December, 1937, and described in 
the 1939 Annual Overseas Railway 


Number of THE Rattway GAZETTE, 
merchandise carried to the port of 
Santos totalled 348,217 tons in 1938, 


and 367,510 tons in 1939, coffee contri- 
buting to these totals with 224,622 and 
210,011 tons respectively. 
Marica Railway 

Che plans and an estimate amounting 
to 9,342 contos of reis for a line to 
connect the town of Cabo Frio on this 
with Rio Dourado on _ the 
Railway, have been ap- 


railway 
Lec ypoldina 
proved. 


Viagdo Ferrea Do Rio Grande Do Sul 

The Ist Railway Battalion has re- 
sumed work on the construction of the 
new line from Pelotas to Santa Maria. 
The survey from the Santa Maria end 
is not yet finished, but the length of 
the line is expected to be between 
350 and 400 km.; it will serve Can 
gussu, Piratiny, Cacapava, and Sao 
Sepé, all of which are rich in minerals 
such as tin, copper, and gold. Excellent 
with a wealth of timber, and 
pastures suitable for intensive cattle 
breeding, abound, and despite the present 
poor transport facilities, rice, barley, 
wheat, canary seed, and grapes are 
produced in appreciable quantities over 
all of this area. The completion of the 
line will provide a much-needed export 
channel for exports to the port of Rio 
Grande, via Pelotas. 


forests 
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NEWSPAPER VIEWS ON PROPOSED FARE INCREASES 


Misconception of the position under the financial agreement 
between the Government and the railways is revealed in 
newspaper comments, of which we publish a_ selection 


[The war agreement which the 
railways signed with the Government 
provided for an increase in fares and 
charges to meet the increased costs of 
working The Government wanted 
the railways to stand on their own legs 
and if they enjoyed real prosperity it 
wanted to share in it. When the pooled 
revenues of the main line companies 
and the London Passenger Transport 
Board exceed £43} millions, the Govern- 
ment takes half the excess and when 
they exceed £68 millions the 
Government takes the entire excess 
Ihe Government can, therefore, retard 
the rise in railway fares and charges by 
surrendering its own share of railway 
profits when the pooled revenues exceed 
4433 millions. If railway earnings are 
already in excess of that amount, as | 
believe, the Government should be 
asked to surrender its profits without 
delay and this, I suggest, should be the 
public line of attack upon the proposed 
increase In fares The New Statesman 


Che intimation . that the railways 
have made application . .. fora further 

. increase in charges can hardly be 
said to be unexpected But it is idle 
to ignore that any such increase must 
run counter to the economic interests 
of the community This is not an 
indictment of the railwavs ... but it is 
an indictment of the basis of the agree 
ment, or rather perhaps of the wage 
and price policy of the Government 
‘ The Times "’ City Editor 


\ny quarrel with the present pro 
posal to raise charges is...a quarrel 
with the agreement itself... The rail- 
way companies are carrying more 
traffic even than they were six months 
ago, when the agreement was originally 


(See editorial article at page 191) 


made. They are, in fact, carrying 
record traffics.—‘‘ News Chronicle ’’ City 
Editor. 

Within another three months the 


railways have applied for a further 
increase of 6-8 per cent. That the 
agreement should have become _ the 
prelude to a succession of increases in 
charges is in no way surprising. For 
whatever may be said of its provisions 
for the distribution of net revenues 
between the lines and the Government, 
it was obvious from the first that the 
arrangements which actually  deter- 
mine net revenues in the first place are 
based upon a_ thoroughly pernicious 
principle. By the provision that 
charges may be adjusted to meet 
variations im working costs the lines 
were, in effect, given complete protec- 
tion against any increases in wages 
and other labour costs, in materials, 
and in the cost of maintenance and 
renewals. ... It is fair to say that the 
railways are no longer interested in 
the level of their own operating and 
maintenance Financial 
News.”’ 


costs. ae 


Twice in one year the railways ask 
for more. In April they raised their 
rates by 2s. in the pound to earn another 
£18,000,000. They were thereby enabled 
to pay increased dividends. Now they 
ask for another £14,000,000. And while 
there must be sympathy with some of 
the 800,000 shareholders who have 
never been paid any dividend at all, it 
is necessary to consider just where 
this fresh application is leading the 
country. The Daily Express.” 

The railway companies are worse 
than Oliver Twist. They ask for more 
and more and more. In the technique 


of barefaced extortion they rival t 
Japanese. Each concession they recei 
merely encourages them to demai 
another. Only in May they we 
granted a 10 per cent. increase in far 
Now they want another increase. 
they get it, rail fares will have ris 
174 per cent. above the pre-war ley 
If they get it. But they must m 
This time the demand must be foug 
with the utmost resolution.—‘ 7 
Daily Herald.”’ 

The railway companies’ applicati 
for permission to raise their charges 
runs entirely counter to the ideas 
stability and avoidance of inflati 
which have been the official beaco1 
of recent months, although so far as t! 
railwavs themselves are concerned it 
in line with the agreement of la 
February, which laid down the cor 
ditions for their operation under Gover 
ment control. The Financial Times 

The railway companies want mol 
money. YOUR Money. They say tha 
they are unable to carry on with th 
revenue they are now earning and that 
unless they receive more, they will b: 
unable to make ends meet. Man 
people besides the railway companie 
are in no position to do that but the 
latter alone are able to hold a loade 
pistol to the head of the Government. 
“ The Daily Mirror.”’ 


The ‘threatened ’”’ rise of anothe: 
6-8 per cent. in railway fares is naturall 


being viewed with apprehension bi 
many people... This new increas 
may ... have repercussions on the wat 


economy as a whole which may ten 
to give impetus to the “ vicious spiral 

of prices and costs chasing each other. 

‘“* The Liverpool Post.”’ 








Sir W. Brass (Clitheroe—C.), on 
\ugust 13, asked the Minister of Infor- 
mation whether he would furnish a list 
of the members of the various divisions 
of his Department showing the position 
held by each and the salaries attributed 
to the respective posts ; the total num- 
ber of persons employed in and by the 
Ministry of Information in addition to 
those included in the above categories ; 
and the total annual salaries of ali persons 
at present serving under the Ministry 
both in Great Britain and overseas. 

Mr. Duff Cooper: I will place in the 
Library of the House a list of the head- 


The Ministry of Information 


quarters staff of the Ministry (excluding 
minor administrative and_ technical, 
clerical, typing, and messenger grades) 
at July 31, 1940, showing the position 
held by each officer and the authorised 
salaries of the various grades. The total 
staff employed at July 31 at home and 
overseas was 1,687, and the total annual 
expenditure on the salaries and wages 
of this staff was at the rate of approxi- 
mately £473,000. With the change in 
appointment of Director-General, I 
might remind hon. members that the 
organisation is under review. 

Mr. A. M. Lyons (Leicester E.—C. 


on August 14, asked the Minister of 
Information the office to which Mr 
Frank Pick had been appointed, and 
at what salary; whether this was 
a newly-created position; and, if not 
what salary was previously attached 
thereto ? 

Mr. Dutt Cooper: As already an 
nounced, Mr. Frank Pick has_ been 
appointed Director-General of the Minis- 
try of Information. The salary he is to 
receive is £2,500. The position is not 
new. Mr. Pick’s predecessor, Sir Kenneth 
Lee, served at his own request without 
remuneration. 
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ELECTRIC TRACTION SECTION 


Electric Railways in Wartime 


OR many years past, and indeed from the beginning of 


main-line railway electrification, the State railway 
thorities of many countries have feared to convert lines 
proaching national frontiers in view of the risk of wide- 
read disorganisation which might result from a successful 
emy attack on a central power station. So far, during 
e present European hostilities, there has been no outstand 
¢ case reported of this having taken place, and on the 
ntrary there are many parts of the Continent where electric 
lways are faring better than steam-operated lines as the 
sult of difficulties in securing adequate fuel supplies for 
il-fired locomotives. In Switzerland, for example, it has 
en announced officially in Berne that the winter time 
ibles which come into force on October 6 will include drastic 
irtailments of steam-operated services, due to the unsatis 
tory state of coal imports, whereas traffic over the electri 
d lines will not be restricted. While naturally the tourist 
raffic of Switzerland is at present greatly curtailed, it should 
1t be overlooked that Switzeriand is also an important 
inufacturing country, and difficulties of coal supply even 
ow would result in severe inconvenience but for the fact 
hat the country has so high a proportion of electrified mile 
e, served in the main by power from hydro-electric 
Another example of electrified lines coming out on 
yp is provided by the services now afforded on the railways 
f Holland under the German occupation. Reliable reports 
licate that on the steam and diesel operated lines severel\ 
reduced timetables are in force, whereas on the electrified 
nes passenger trains are being maintained at approximately 
war frequency. Another point which is apt to be over 
ked is that electric railwav stock is considerably less easy 
onversion to use away from the line for which it is 
nded than is steam rolling stock. This aspect of the 


uation has assumed considerable importance in view of th 


tations 


nt desire of the Germans to increase the resources of 
own country by taking over passenger stock from occu 
| territorie= Obviously it is the ordinary steam stock 
lich is selected view of its greater adaptability, and this 
iy account in large measure for the superior position of 


lectrified lines, although the fuel distribution situation is 


ibtless the primarv cause. 


Electrification of Steam Railways 


yg HE conversion 


»f steam-worked railways to electric trac 
tion began in the last years of the nineteenth century on 

he Baltimore & Ohio and the New York, New Haven & 
Hartford Railroads in the U.S.A., and the Burgdorf—Thun 
line in Switzerland; the first-named was largely through 
tunnel where the smoke nuisance had become very 
Many of the early conversions were on the low-voltage direct 
system, which is eminently suitable to suburban 

hemes, but notable exceptions were the Burgdorf—Thun 

line, which adopted three-phase current at only 750 volts 
tension, and the Valtellina line (Lecco—Chiavenna) of the 
Italian State Railways, which was electrified on the three 
phase system at 3,000 volts in 1902, and was thus the fore 
runner of the three-phase network in Liguria and Piedmont, 
the tension of which was raised to 3,600-3,700 volts. Electri 
fication of steam lines in Great Britain began in 1903 with 
the conversion of the Mersey Railway, which was followed 
in 1904 by the Liverpool—Southport line of the old Lanca- 
shire & Yorkshire Railway and the north Tyneside lines of 
the old North Eastern Railway. By 1906 there were approxi 
mately 100 route miles of steam railway converted in this 
ountry, but apart from the Lancaster—Heysham line of 
the L.M.S.R., and the old L.B. & S.C.R. svstem, which were 
electrified on the single-phase principle at 6,600 volts, the 
suitability of the direct-current system has never been 


great. 


urrent 


challenged in this country. Great Britain has at present 
about 966 route and 2,405 track miles electrified, exclusive 
of lines such as the London tube railways and Liverpool 
Overhead, which have always been electrically operated. 
Taken over the whole world, the electrified steam railways 
now amount to some 22,000 route miles, or over 35,000 track 
miles, worked by approximately 2,500 electric locomotives 
and 13,000 motor coaches and trailers. Up-to-date details of 
steam railways converted to electric traction are tabulated 
in the new edition* of the ‘‘ Universal Directory of Railway 
Officials & Railway Year Book.’’ At the present time the 
direct-current system holds a lead over alternating-current 
forms, but in the matter of gross cost it is probable that 
neither has a decided advantage over the other; local circum- 
stances are the governing factor. Apart from a short line in 
Spain, three-phase electric traction is used only in Italy. 
Single-phase installations are now concentrated mainly in 
Central Europe, Scandinavia, and the U.S.A., but direct- 
current traction is spread over most of the remainder of the 
There is still a big three-phase network in the north 
of Italy. The question of railway electrification, which was 
formerly one of great technical moment, is now governed 
almost wholly by financial conditions, and, in view of the 
large capital expenditure involved, it is essential that a 
careful estimate be made of the hkely increase in receipts or 
decrease in working expenditure, for if electrification is to 
be justified financially it is only in these directions that the 
capital charges can be covered. In the case of a new line, 
the final comparative values between steam and electric trac- 
tion are probably more nearly true than in the electrification 
cf existing steam railways, where there are many extraneous 
considerations to be taken into account. 


world. 


Norwegian Locomotives Escape 


oe military operations at Narvik and along the Nor 
vegian section of the Lapland Iron-Ore Railway, 
which has its northern terminus at the ice-free Atlantic port 
f Narvik, are understood to have caused almost complete 
destruction of this section of the line and its equipment. It 
was, therefore, fortunate from the Norwegian point of view 
that in the early months of the war, before it had extended to 
Scandinavia, traffic on the Narvik line had fallen to such an 
extent that two of the large 3,600 h.p. double electric loco 
motives of the 2-6-6-2 (or 1-Co Co-1) type used for hauling 
ore trains were transferred to Oslo where additional power 
was required in connection with the extended electrification 
of the eastern main line to the Swedish frontier at Kornsjé 
on the line to Gothenburg. These valuable locomotives, 
therefore, escaped the fate of the other Norwegian rolling 
stock at Narvik. They are, however, more powerful than the 
conditions of electric traction in southern Norway require, 
and have been separated to operate as four 1,800 h.p. sets. 
These 1,800 h.p. half-locomotives can be driven from one end 
only, and, therefore, have to be turned when necessary. The 
line out of Oslo East towards Trondheim and Stockholm is 
electrified as far as Lillestr6m and rises on a steep gradient, 
and the trains when heavy require banking assistance, for 
which purpose the half-locomotives are admirably adapted, 
and, we understand, have been largely used. The photo 
graph we reproduce on page 201, taken shortly before the 
German invasion of Norway, is of interest as showing three 
electrically-hauled trains at Oslo East station, that on the 
left headed by one of the Narvik locomotives. The train on 
the right is in charge of one of the 900 h.p. locomotives 
normally used on the electrified section from Oslo West 
through Drammen to Kongsberg. In the middle is a local 
train as used in the suburban services out to Ski, and con- 


sisting of an 820 h.p. motor coach hauling a couple of 


* “Universal Directory of Railway Officials & Railway Year Book, 1940-41,” 
33, Tothill Street, S.W. 1. Price 20s. net. 
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trailers. It may be recalled that the Narvik line is elec- 
trified at the Swedish voltage of 16,000, single-phase, whereas 
the other main-line electrification in Norway is at 15,000 
volts. The effect of transferring the Narvik locomotives to 
Oslo would, therefore, be an almost negligible reduction in 
their maximum output. It had been intended that the whole 
line from Oslo to Kornsj6 should be electrically operated this 
year, so that trains between Oslo, Gothenburg, and Malmé, 
in the extreme south of Sweden, should be electrically 
hauled throughout. It is doubtful, however, whether the final 
stage of electrification will be completed in existing 
circumstances. 


Paulista Electrification Extension 


HE line with the most extensive electrified system in 
Brazil is the privately-owned Paulista Railway, the first 
section of which was opened in 1872. The total route mile- 
age of the railway is 937, consisting of 434 miles of 5 ft. 3 in. 
gauge, 465 miles of metre gauge, and 38 miles of 2 ft. gauge. 
The line begins at Jundiahy, where it connects with the Sao 
Paulo Railway, over which traffic reaches the coast at the 
port of Santos. Northwards the Paulista line runs through 
to Colombia in the State of Minas Geraes. Electric traction 
at 3,000 volts d.c., with overhead conductors, is in operation 
between Jundiahy and Rincdo, a distance of 178 miles, of 
which 28 miles are double line and the remainder single, all 
on the broad gauge. The first stage of the electrification was 
inaugurated in 1921, and it was completed in 1928. Electri 
fication is now being extended over the Ityrapina—Jahu 
branch, an additional 634 miles of single line. At the same 
time the gauge on this branch is being widened from metre 
to 5 ft. 3 in., to correspond with the rest of the electrified 
lines. This year the company has placed in service four new 
4,000 h.p. locomotives of the 2-Co + Co-2 (or 4-6-6-4) type, 
which are claimed to be the most powerful direct-current 
locomotives ever built for passenger service. They were 
built by the General Electric Company of America for a 
maximum speed of 93 m.p.h., and were fully described in our 
Electric Railway Traction Supplement for January 5 last. 


Electrification in South Africa 


QO the 12,350 route miles of 3 ft. 6 in. gauge line included 
in the undertaking of the South African Railways & 
Harbours, some 583 route miles are at present electrified, 
and the work now in hand will bring this figure up to 605 ; 
the track-ntileage total will be 1,217. The Natal main line, 
where severe gradients are encountered and over which large 
quantities of coal and other traffic are conveyed, is electrified 
throughout, namely, between Durban and Volksrust, a distance 
of 321 miles, and the total route mileage operated by electric 
traction in this area, including the line from Daimana to 
Harrismith, amounts to 406. The passenger train service in 
the Cape Town suburban area is operated electrically over a 
distance of 45 miles. The balance of electric mileage is com- 
prised in the comprehensive scheme of electrification of all 
the passenger train services in the Witwatersrand gold mining 
area which has recently been completed. This includes the 
line between Germiston and Pretoria (36 route miles), which 
was completed and brought into operation on November 7, 
1938, and the Canada-Village Main (9 route miles) section 
which was opened on February 5, 1940, and brought the whole 
of the Witwatersrand gold mining area, comprising 132 route 
miles, under electric working. A photograph reproduced on 
the opposite page shows an electric train passing through 
typical scenery in the Witwatersrand gold mining area. 

The Witwatersrand conversion was. authorised early in 
1935 by the South African Railways & Harbours Adminis- 
tration in order to cope with the increasing traffic in the 
Johannesburg district, and at the same time to speed up 
schedules and eliminate the smoke nuisance. Although the 
route mileage is only 132, the conversion of 402 track miles 
to the 3,000-volt d.c. system was involved. An article 
describing the Reef multiple-unit stock was published in our 
Electric Railway Traction Supplement for February 3, 1939. 
Power is supplied through a dozen rectifier sub-stations, the 
locations of which were shown on the map accompanying that 


article. Coincident with the electrification, various change 
were made in track alignment and numerous level crossing 
were eliminated. Some of this work is not yet finished but 
despite some slight delays due to the intensity of the wa 
effort, the remaining works are rapidly approaching com 
pletion. The most recent communication from the Unio 
records that good headway continues to be made with thx 
electrification work in connection with the yard remodellin; 
at Krugersdorp and the deviation to West Rand, while 
beginning has been made with the electrification of the nev 
yard at Germiston. Between Langlaagte and Nancefiek 
the double line is being straightened where necessary in pre 
paration for quadrupling the track, and a deviated portion at 
the entrance to Orlando station was brought into use on May 5 
last. The main work outstanding to complete electrificatio: 
already in hand in South Africa is on the Rossburgh-Hill 
crest section of the Natal (old) main line, which involves 
23 route miles. The work was begun early in July, 1938, an 
it had been expected that the conversion would have been 
completed in the early months of the present year, but it was 
officially announced in April that further progress on the 
conversion was in abeyance pending the completion of certain 
installations urgently required elsewhere, and we understand 
that this position remains unchanged. 








Miscellaneous Notes 


Sir Thomas Tait.—The announcement of the death on 
July 25, at the age of 76, of Sir Thomas Tait recalls his 
connection with the electrification of the Melbourne sub- 
urban railways as to which he took preliminary steps during 
his tenure of office as Chairman of Commissioners of the 
Victorian Government Railways between 1903 and 1910. He 
paid visits in the summer of 1907 to inspect the most impor- 
tant examples of electrified steam lines in England and 
America, and published a comprehensive report on the sub- 
ject and its bearing on the Melbourne electrification problem. 
One result of his tour of inspection was the engagement of 
Mr. Charles H. Merz, who had charge of the electrification of 
the Tyneside lines of the old North Eastern Railway, as Con- 
sulting Engineer to the Victorian Government Railways. 
The report of Mr. Merz was published in the autumn of 1908. 
The Commissioners, while recognising that electrification was 
only a question of time, did not then recommend any imme- 
diate action, possibly because the information gathered from 
England and America was not sufficient to satisfy them that 
an improvement in net revenue would result from the 
change. Work on the Melbourne electrification was begun in 
1913, and being held up by the last war, was not completed 
until 1923. 

Mr. George Gibbs.—The well-known American electric 
traction engineer, Mr. George Gibbs, died on May 25. During 
the first 20 years of the present century he was one of the 
most active and authoritative consulting engineers on railway 
electric traction throughout the world, and had much to do 
with the early electrifications of the New York Central and 
Pennsylvania systems. Up to his death he retained the 
position of Consulting Engineer to the Pennsylvania and was 
Chief Engineer of electric traction to the Long Island Railroad. 


New Swiss Conversion.—On May 16 the Vevey-Chexbres- 
Puidoux line was opened to the standard Swiss single-phase 
system of electric traction. This line belongs to a private 
company, but is operated by the Swiss Federal Railways. 
Between Vevey and Puidoux the speed of the electric railcars 
is about 31 m.p.h., compared with only 11 to 13 m.p.h. with 
the previous steam trains. On descending the maximum 
grade, which has an inclination of 1 in 27, speed is not allowed 
to exceed 28 m.p.h. 

Tailpieces.—A German radio speaker told housewives 
how they could use the same fruit to flavour two cakes. In 
Britain this is called the alternating currant system.—Punch, 
May 22, 1940. 

“‘ This line isn’t electrified yet, I see.” 

‘Good heavens, no! _ It’s barely steam.”’ 

Punch, May 22, 1940. 








XUM 


i 
: 





\\e 


ri Ye 








XUM 


August 23, 1940 





Right: The first of the New 
Zealand Railway Class ** Ed” 
2-Do-1 electric locomotives to 
be constructed in New Zealand, 
These locomotives, of 1,240 h.p. 
and authorised to travel up to 55 
m.p-h., are for the recently 
electrified Wellington—Paekak- 
ariki section of the North Island 
main line. The first was built 
in England in 1938, and nine 
more have been constructed in 
New Zealand at the Hutt Valley 
shops of the Government Rail- 
ways, the electrical equipment, 
supplied by the English Electric 
Co, Ltd., being there incorporated 
into the locally manufactured 
mechanical portion 
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Electric Traction Section 


Left: Electric train in the Wit- 
watersrand gold mining area, 
South African Railways. Our 
view shows in the background 
one of the enormous refuse tips 
of amine, The whole of the 132 
route miles of railway in this 
area have been converted to 
electric traction 























Electric trains at Oslo East, Norwegian State Railways. 





That on the left is headed by one of the 3,600 h.p. 
Narvik line locomotives ; in the centre is an 820 h.p. motor-coach-hauled suburban train; and on the right a 
900 h.p. locomotive from the Drammen line on an express for the eastern main line 





202 THE RAILWAY GAZETTE August 23, 1940 


Electric Traction Section 
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General view of the electric car repair shops at Chullora, New South Wales Government Railways. Note the 
“* safety first”’ slogan 
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ESTIMATING WEIGHTS OF RAILS IN THE TRACK 


By the use of Railimeters, reliable readings are quickly obtained 


By G. W. BROWN, Derby South District Engineer’s Office, L.M.S.R. 


XPERIENCE shows that a rail in the 
track loses weight in four main and 
quite distinct ways. 


4 


(1) Loss due to passage of wheel tyres, 
which is indicated by loss of depth of head of 
the rail. 

(2) General wastage of the section, which 
is indicated by loss of width of the rail, 
measured preferably on the bottom flange 
where the issue cannot be complicated by 
ther causes. (This is particularly apparent 
in wet places, in tunnels, and in some industrial 
districts.) 

(3) Side cutting, indicated by loss of head 
section on the vertical gauge face of the rail 
due to severe side pressure of the flanges of 
wheels. 

(4) Chair gall, indicated by loss of bottom 
flange section at chair bearings, occurring 
particularly in wet places and at water troughs. 

It might here be observed that chair gall 
is of such severity that it caused the dis- 
continuation of rails with equal top and 
bottom flanges which were designed to be 
inverted after wear on one of the flanges 
had occurred. 

Diagrams can be prepared, with con- 
siderable accuracy for any predetermined 
section of rail, indicating its weight when 
its dimensions in several directions are 
known with precision. In practice it 
requires much time and some experience of 
measuring instruments, preferably of a 
vernier caliper type, to obtain these dimen- 
sions with sufficient accuracy to be of 
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Diagram of Railimeter with front cover removed to show 


mechanism and side wear gauge 


real value in estimating a weight in conjunction with a care- 
fully prepared chart previously compiled. 

An instrument is widely used by the L.M.S.R. which 
measures the rail in two directions simultaneously, and indi- 
cates the weight of the section in lb. per yd. by a pointer 
on a scale. The instrument, known as the Railimeter, com- 


Brown’s Railimeter being used for measuring a worn rail. 








Note the mirror 
which facilitates accurate reading 


pensates the reading for losses (1), (2) and (4), but with side 
worn rails it is necessary to deduct the amount of side cut, as 
obtained by a special side-cut gauge, from the reading of the 
Railimeter. It is usually necessary to consider turning or 
renewing a rail when side-cut loss approaches 2 Ib. per yd., 
no matter how heavy the section may be. 

Where the rail is galled it is of course necessary to dis- 
place the chair at the gall when measuring the weight of this 
section. 

The Railimeter is held by the pistol grip A in such a 
manner that the fixed gauge faces B are in contact with 
the section to be measured or ‘‘ weighed.’’ The trigger C 
is gently but firmly squeezed causing, with the first pressure, 
cam D to force the roller E and its mountings towards the 
left. This effort is linked mechanically as shown in the 
drawing to the movable gauge face G and it causes the latter 
to slide to the right, thus measuring the distance between 
G and B which is the width of bottom flange of the rail. 

On applying second pressure to the trigger C the cam D 
imparts a rotary motion to the roller E which is in turn 
linked to the movable gauge face F causing the latter to 
descend, thus measuring the depth of the rail. The pointers 
H and J have now come to rest upon their respective scales 
and they indicate the weight of 95-lb. R.B.S. and 85-lb. 
R.B.S. rails respectively for which this particular instrument 
was designed. 

A simple deduction of the reading of the side-cut gauge 
from that of the Railimeter reading is all that is necessary 
to ‘‘ weigh ’’ the rail within about 1 per cent. plus or minus 
of the actual weighing machine weight. 

After taking the weight of a section the inspector usually 
finds himself involved in arithmetic. First he has to find the 
average annual loss which has occurred on the rail, and 
secondly to find how long this loss can be sustained by the 
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during a heavy day’s inspection. The 
1s #0 es ® % 25 % es method of use of this chart is to find 
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tte REE eee of horizontal lines between the intersectio: 
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* tiottii tii | ' eee lines. For example, the illustrations shows 
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; a bee 2h 8 Poe Ee > en on oe t | t chart shows that the rail has two more 
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3 20 FY om z 3 oo és must, of course, be reset annually so thai 
PRESENT; WEIONT ow — the current year shall be in alignment. 
ree The results obtained with the Railimete: 
hat compare favourably with those obtained by 











Chart showing expectation of life of rails 


reduced section before the rail reaches some predetermined 
safe limit of weight. 

Frequent repetition makes this simple operation very 
tedious and it will be found that a chart as illustrated show- 
ing the expectation of life of a rail, when certain constant 
factors are known, is of assistance, and it eliminates the 
risk of the simple slip in arithmetic which is so apt to occur 


the usual laborious methods involving the 
use of plastic material, photographic paper, 
planimeters, etc.; and the Railimeter has 

the added advantage that it gives a reliable 
reading, on a distinctly viewed and amplified scale, in a few 
seconds. 

Instruments have been designed for sections other than 
95 and 85 R.B.S. rails and for flat-bottom sections. They 
are manufactured under licence by the Abtus Permanent 
Way Equipment Company, which uses a master instrument 
for adjustment purposes, in new or in damaged 








MORE VICTORIAN AIR-CONDITIONED CARS 


Six new welded Cor-ten steel cars bring the total of air-conditioned cars 
on the Victorian Railways up to 36 
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General view of new all-steel first class cars. Note the streamline effect of the full-section end-closure or gangway 


N April 19, the first of an order for six additional air- 
O conditioned Cor-ten steel passenger cars—three first 
and three second class—was delivered by Newport 
workshops for service on country lines. Similar in construc- 
tion and design, interior appointments and exterior lines to 
the Spirit of Progress cars and the steel buffet cars already 
in service, these six new cars form a valuable contribution 
towards the provision of modern all-steel air-conditioned 
accommodation on Victorian counti, trains. On completion 
of the order, the Victorian Railways will have 36 air-con- 
ditioned cars in regular operation. 
All-welded Cor-ten Steel Unit Construction 
The Cor-ten steel shell of each car body is of completely 
welded construction and presents a smooth exterior finish. 
Each body shell is of unit construction with the underframe, 


end structure, side members and roof carlines, forming a 
complete one-piece welded frame to which the side and roof 
sheets and the dovetailed foundation floor sheets are spot 
welded. Full-section streamline end closures are fitted in 
conjunction with automatic couplers, making for improved 
appearance, lessened wind resistance and smoother riding. 
The four-wheel bogies have an 8-ft. wheelbase, are of 
welded construction and embody Timken roller bearings and 
rubber pads and washers to reduce noise and vibration and 
improve the riding qualities of the cars; the bogie centres are 
53 ft. apart. The body-mounted air-brake cylinder operates 
clasp type brakes by means of rubber insulated brake rig- 
ging, thus eliminating vibration and noise and ensuring maxi- 
mum braking efficiency combined with smooth operation; 
automatic slack adjusters are provided in the brake rigging 
assembly. Each car is 75 ft. in length, 13 ft. overall height 
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and 9 ft. 9 in. in exterior width, or 10 ft. 2 in. over hand- 
rails, and tares only 44 tons 6 cwt. with full equipment. 

As in previously built steel cars, the lavatory flushing 
system is air-operated from underslung water tanks with a 
capacity of 140 gallons. The air-conditioning system is of the 
standard electro-mechanical type with the belt-driven gene- 
rator direct-coupled to the gearbox which is mounted on a 
cradle at the inner-end of one of the bogie frames. The 
battery boxes and the refrigerator compressor unit are also 
located beneath the car body. The exterior colour scheme 
follows that of the steel buffet cars, namely, a bright red 
body (including roof) with two parallel longitudinal silver 
bands above and below the window line with silver lettering. 
The bogies and undergear are painted black. 


The First Class Cars 


The first class cars (Code AS) have eight passenger com- 
partments with a total seating capacity of 48. There are two 
smoking compartments with red chrome leather upholstered 
seats at one end, and all other compartments, including the 
ladies’, are upholstered in blue leather. The side corridor 
and compartment walls as well as the end vestibule walls are 
of plain wood painted a pastel shade of light grey, which is 
also used for the ceiling. 

Each passenger has an individual reading lamp at the base 
of the luggage rack, and the central compartment light is of 
modern indirect type, providing bright, but diffused illumi- 
nation. The large double-glazed window in each compart- 
ment is fitted with a roller blind for use as required, as are 
the corridor windows. The compartment doors and portion 
of the corridor compartment walls are also glazed with 
shatterproof glass and enable an uninterrupted view to be 
obtained from any seat. Folding padded arm-rests are pro- 
vided for each passenger. 

Carpet is laid over the rubber linoleum floor covering of 
both compartments and corridors, and harmonises with the 
interior colour scheme. The ceiling lights in the corridor 
provide soft diffused illumination, without interfering with 
the comfort of passengers. Particular attention has been paid 
to insulation of the car body against the transference of noise, 
heat, and cold. 


Second Class Cars 


The second class cars (Code BS) also have eight compart- 
ments, but seat 64 passengers. Except that each passenger 
has only one arm-rest, the accommodation in the second class 
cars is of the same high standard of roominess and comfort 
as that in the first class compartments. The lighting system— 
including the individual reading lamps—is identical. The 
interior colour scheme in the second class is, however, of a 
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Above: Cor-ten welded bogie with Timken roller bearing axle- 
boxes, clasp-type brake gear, and (on left) gearbox drive for 
generator serving lighting and air-conditioning equipment on cradle 


extension of bogie frame 


Left: End view of car showing the construction of the full- 
section end-closure, automatic coupler and other details 


pastel shade of light green, whilst the three end smoking 
compartments are upholstered in red leather and all other 
compartments in green. The second class cars tare 44 tons 
5 cwt. 

Roller blinds and carpets are also provided in the second 
class cars. An interesting feature about the luggage racks 
is the rubber covering of the front rail in order to prevent 
the scratching of passengers’ luggage. The seats are rest- 
fully comfortable, well sprung and deeply padded, as are 
also the disappearing arm rests, which when not in use may 
be folded back into a recess flush with the seat back; each 
passenger, first and second class, has ample leg room, An 
ebony and silver smokers’ stand for the collection of both 
ash and other rubbish is provided in each compartment. 
Dust and rubbish cannot accumulate beneath the seats. In 
such restful comfort passengers may enjoy the noiseless, 
draughtless, dust-free, air-conditioned comfort of modern 
passenger transportation which is epitomised in these new-era 
Victorian Railways cars. 








Cotp RoLLeD Copper SHEET.—A British Standard for cold 
rolled copper sheet and strip (half-hard and annealed) for 
general engineering purposes has just been published, The 
tensile strength of the material is 17 to 21 tons for half-hard 
material and 13:5 to 17 tons for annealed material, in thick- 
nesses from 3 S.W.G. (0-252 in.) and thinner, and in widths 
up to 42 in. Copies of this new B.S.S. (No. 899) may be had 
from the British Standards Institution, 28, Victoria Street, 
London, S.W.1, price 2s. 3d. post free. 





B.S.S. FOR VENTILATOR LicHt-TrAps.—A British Standard 
Specification for light-locks at entrances to buildings was 
issued some time ago as BS/ARP 15. Since that time many 
factories and office buildings have had to be in use during 
blackout hours in warm weather, and the ventilation of the 
buildings has given rise to many problems, and a new specifica- 
tion has just been issued which bears the reference BS/ARP 31 
and the title ‘‘ Ventilation for Buildings in Conditions of 
Blackout.”’ It has been prepared under the aegis of the 
Joint Lighting Committee of the Ministry of Home Security 
and the Illuminating Engineering Society, and describes the 
principles of design, the effect of light-traps on ventilation, 
and suitable materials for the construction of ventilator light- 
traps. Numerous illustrations of typical light-traps suitable 
for various circumstances are given. Copies may be obtained 
from the British Standards Institution, Publications Depart- 
ment, 28, Victoria Street, S.W.1, price 8d. post free. 
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FLASH-BUTT WELDING OF RAILS, VICTORIAN RAILWAYS 


The installation of an automatic welding plant has reduced costs and accelerated output 


N important factor in the widespread scheme of per- 
A manent way improvement on the Victorian Government 
Railways is the A.E.G. flash-butt welding machine 
which was brought into operation in August, 1936, at the 
Spotswood permanent way depot. In our review of the 
annual report of the Victorian Government Railways for the 
year ended June 30, 1939 (THE RarLway GAZETTE, January 5, 
1940, p. 3) we mentioned that 15,500 welds had been made 
by this new machine in the twelve months, as compared with 
5,450 made in situ by the Thermit process. 
Previously the latter process had been 
universal on the Victorian Government 
Railways, but it is now used only for _ 
work carried out on the line, the flash- £ 
butt process being much quicker and, even 
allowing for the initial expense of the plant, 
considerably cheaper, as well as providing a 
thoroughly reliable joint. The total mileage 
of welded track in Victoria now exceeds 
350 miles, more than half of which has been 
flash-butt welded. Since its installation the 
welding machine has supplied rails for the 
Melbourne—Geelong and Melbourne—Ben- 
digo lines, the former having been com- 
pletely relaid with 90-lb. rails in lengths of 
225 to 360 ft. In this line two experi- 
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and the other 4,321 ft., have also been laid, and despite gre 
variations in temperature, have proved successful. They we 
formed by welding 225-ft. lengths im situ by the Thern 
process. The serviceable 80-lb. rails released from these lin 
are welded into lengths of 180 to 190 ft. for relaying on other 
lines, replacing lighter material previously in use. The flas! 


butt welder is capable of welding sections up to 15 sq. in. i 
cross-sectional area: An average of 255 welds in a 44-hi 
week is maintained with new and secondhand rails. 





















Above: A load of 90 lb. f-b. rails welded 


into 225-ft. lengths ready to leave depot 


Left: Automatic flash-butt welding machine 
at Spotswood depot ready to weld 90 lb. 
f-b. rails 








B.S.S. FOR MANILA AND SISAL RopEs.—Owing to the state 
of war now existing, it is essential to conserve the supplies of 
manila fibre and it has therefore been made a condition of 
the licences to process raw hemp issued by the Hemp Controller 
of the Ministry of Supply, that all ropes falling within B.S. 
Specification No. 431 (Manila Ropes for General Purposes) 
shall not, unless they are required by or for a Government 
Department for use as lifeboat falls, gangway falls, topping 
lifts, and fishing gear, or for export, be made from pure 
manila but shall contain a certain percentage of sisal. Further, 
all ropes of 2-in. circumference and under must be made of 


sisal, except for the previously-mentioned purposes. An 
emergency revision of B.S. 431 has therefore been issued. 
The opportunity has been taken to make certain further 
modifications to this specification to bring it into line with 
modern practice. The British Standards Institution has also 
issued a specification at the request of the Ministry of Supply 
for Sisal Ropes for General Purposes (B.S. 908) which provides 
for hawser-laid, shroud-laid, and cable-laid sisal ropes of from 
3-in. to 18-in. circumference. Copies may be obtained from 
the British Standards Institution, 28, Victoria Street, London, 
S.W.1, price 2s. 3d. each, post free. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. Gilbert S. Szlumper, who, as 
announced in our July 26 issue, has 
been appointed Railway Control Officer 
at the Ministry of Transport, has resigned 
iis directorship of the East Kent Light 
Railways Company. He relinquished 
his seat on the boards of Pickfords 
Limited, Carter Paterson & Co. Ltd., 
and the A. L. A. Steamship Company; 
on his appointment as Director-General 
of Transportation & Movements, War 
Office, on September 25, 1939. 





We regret to record the death on 
August 19, at the age of 80, of Mr. 
John Roskill, K.C., who was from 1909 
to 1937 Judge of the Salford Hundred 
Court of Record, and had previously 
enjoyed a large practice at the Parlia- 
mentary Bar and before the Railway & 
Canal Commission. Among the inter- 
esting cases in which he was engaged 
before the Commission was in 1908 on 
behalf of the former North Eastern 
Railway Company in a successful oppo- 
sition to the application by the Great 
Central and Great Northern Railway 
Companies for sanction of an agree- 
ment for the joint working of the two 
undertakings under powers granted 
many years earlier to the G.N.R. and 
the M.S. & L.R. Companies. 





Mr. W.C. F. Buttress of Kenton 
(Middlesex), who has been Assistant 
Stationmaster at Euston, L.M.S.R., 
since 1915, has retired after 39 years 
of service at this terminus. Mr. Buttress, 
the son of a railway official, is a native 
of Leicester, and himself entered the 
railway service as a porter at Willesden 
in 1901. After a few months there, he 
was transferred as under-shunter to 
Euston, where he has worked with five 
successive stationmasters. 


We regret to record the death on 
July 27, in his 73rd year, of Colonel 
W. A. Grant, President for the past 15 
years of Associated Screen News, a 
C.P.R. subsidiary. Colonel Grant began 
his career with the Canadian Pacific 
Railway on October 26, 1885, a few 
weeks before the driving of the last 
spike at Craigellachie in the Canadian 
Rockies completed the line across 
Canada. He served in the office of the 
General Superintendent, Montreal; the 
President’s Office (where for a time 
he was Secretary to Sir William 
Van Horne, the President), and also 
in the Vice-President’s office before 
resigning in 1896 to go into another 
form of business. Colonel Grant served 
with distinction in the last war and 
was on a Government war board. He 
is a cousin of Sir Thomas Tait, whose 
death we record elsewhere. 


Mr. W. D. Morgan has been appointed 
Trade Advertising Agent, Southern 
Railway, in succession to Mr. E. C. 
Short, whose death we recorded in our 
June 28 issue. Mr. Morgan entered the 
service of the London, Brighton & South 
Coast Railway in 1907 when he went 
on the staff of the Advertising depart- 
ment. He served with the London 
Scottish from 1914 to 1919, was twice 





Mr. W. D. Morgan 


Appointed Trade Advertising Agent, 
Southern Railway 


wounded, and was awarded the Meri- 
torious Service Medal for work as an 
instructor at the Officers’ & N.C.O.’s 
School, Southern Command. When, in 
July, 1927, a new department was 
formed to deal with trade advertising, 
Mr. Morgan was appointed Chief Clerk, 
and he was closely associated with the 
work of organisation and the taking over 
of contracts as the licences granted to 
contractors expired. In January, 1931, 
he became Assistant & Chief Clerk, the 
position from which he is now promoted 
to that of Trade Advertising Agent. 


Mr. A. A. Chatterton, Fire Super- 
intendent, Chief Mechanical Engineer’s 
& Electrical Engineer’s Department, 
Leeds, L.M.S.R., to be Fire Superinten- 
dent, Chief Mechanical Engineer’s & 
Electrical Engineer’s Department, Bir- 
mingham. 


We regret to record the death on 
July 25 of Sir Thomas Tait a day after 
celebrating his 76th birthday. Sir 
Thomas was born at Melbourne, 
Quebec, on July 24, 1864, was educated 
at the Montreal High School, and after- 


wards graduated from McGill Univer- 
sity. In 1880 he joined the staff of the 
Grand Trunk Railway as a clerk in the 
Audit Department, and two years later 


became Private Secretary to Sir 
William Van Horne, President & 
General Manager of the Canadian 


Pacific Railway. He held this position 
for four years, after which he became a 
clerk in the General Traffic Manager’s 
office for a few months before being 
appointed Assistant Superintendent of 
the Ontario & Quebec Division in May, 
1887. He was made General Superin- 
tendent in March, 1890, a post he held 
until 1893, when he was appointed 
Assistant General Manager of the 
C.P.R. In May, 1897, he was made 
Manager for Eastern Lines, and in 
April, 1901, became Manager of Trans- 
portation, an office he held until 
March, 1903. The Australian colony of 
Victoria needed an experienced railway 
man to act as Chairman of its Railway 
Commission and Thomas Tait was 
strongly recommended for the position 
by Sir William Van Horne and by Sir 
Thomas Shaughnessy. The railways of 
Victoria were in poor condition by 
reason of political mismanagement, and 
were a heavy drain on the finances of 
the colony. The deficit of £400,000 
which faced the then Mr. Tait at the 
end of the first year’s work as Chair- 
man of the Victoria Railway Commis- 
sioners, was changed within three 
years to a_ surplus of just under 
£250,000. Constant improvement was 
effected so long as Mr. Tait remained 
at the head of the commission, but the 
position became distasteful because of 
political attacks and in 1910 Mr. Tait 
announced he would not accept a re- 
newal of his appointment. The honour 
of Knighthood was given to Mr. Tait 
on New Year’s Day, 1911, in recog- 
nition of his splendid services to the 
railways of an important section of the 
Empire. In 1916 Sir Thomas was 
offered and accepted the position of 
Director-General of National Service 
for Canada. His duties were to seek 
co-ordination and improve the means 
of recruiting for war corps authorised 
and to be authorised. He was 
promised the full support of the 
Dominion Government. He had been 
in office barely a month when he 
resigned and was succeeded by Mr. 
R. B. Bennett, later Prime Minister. 
Sir Thomas received from the Univer- 
sity of New Brunswick in 1928 the 
honorary degree of LL.D. He was at 
one time President of the Montreal 
branch of the Royal Empire Society, 
and retired from office in 1931. On his 
return to Canada, he became interested 
in the Fredericton & Grand Lake Coal 
& Railway Company, of which he was 
President. 
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Railways and the War—33 











Above: Soldiers of the regular army of Eire 
guarding a lonely stretch of railway line. It will be 
noticed that they are equipped with steel helmets of 
the German type, but the authorities in Eire have now 
adopted as standard the British type of “tin hat.” 
ilthough neutral, Eire is fully alive to her risk of 
invasion by Germany, and a body known as * Local 
Security Men” (generally similar to the British 
Home Guard) has been formed recently to guard 
strategic places 


Right: Members of a decontamination squad on the 
L.N.E.R. during a recent practice. To provide 
decontamination facilities for railway staff at a large 
number of widely-scattered places, the L.N.E.R. plans 
include the use of 30 mobile units equipped from old 
passenger carriages and brake vans 





Left: A shunter at work during 

blackout hours, showing the 

localised light permitted by the 
authorities 
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TRANSPORT SERVICES AND THE WAR—52 


Division of the whole country into Defence Areas—London underground services 
in air raids—More railway salvage—Transport in Holland and France—War 
arrangements in the U.S.A.— Meritorious service medals on the Southern Railway 


The Flag Officer in Charge, London, has given notice that 
navigation is prohibited within an area on the south side of 
Woolwich Reach between imaginary lines extending river- 
ward from Ship & Half Moon Stairs, Woolwich, and the 
North-East wharf, Royal Arsenal, and connected by an 
imaginary line 50 ft. riverward of the face of the Arsenal 
jetties. This prohibition does not apply to vessels having 
business at the Royal Arsenal properties or to craft using 
Woolwich barge pier. 


Defence Areas 


On August 16 the Minister of Home Security made Defence 
Areas (No. 4) Order, 1940, under Regulation 16a of the Defence 
(General) Regulations, 1939, the effect of which is to convert 
the whole country into a series of Defence Areas from the 
date of the Order. Heretofore the Defence Areas have been 
specified eastern and southern coastal belts extending some 
20 miles inland, and such belts have been divided into different 
Defence Areas, each consisting of the portion of the coastal 
zone within the jurisdiction of a particular Regional Commis- 
sioner. The same principle governs the limits of the new 
Defence Areas covering the whole country, as they are con- 
terminous with the civil defence regions. 


Buxton and Glossop; the urban districts of New Mills and Whaley Bridge ; and the 
rural district of Chapel-en-le-Frith. 


No. I!, the SCOTTISH AREA, consisting of the whole of Scotland. 

No. 12, the SOUTH EASTERN AREA, consisting of Kent (except the boroughs of 
Beckenham, Bexley, Bromley, and Erith; and the urban districts of Chislehurst & 
Sidcup, Crayford, Orpington, and Penge), and Sussex. 

The new Order revokes the three previous Defence Area 
Orders, but provides that in so doing it does not “ prejudice 
or affect any orders or directions issued or given by or on 
behalf of a Regional Commissioner ”’ and in force on August 16. 


London Tube Services During Air Raids 

In accordance with the pre-arranged plans already noted 
in these columns, the railway services of the London Passen- 
ger Transport Board have continued to operate during the 
air raids of the past few days, subject to slight dislocation 
due to the bringing into force of flood-gates and other emer- 
gency protection works. All stations remained open, for 
passengers only, with the exception of those where sub- 
surface protective works necessitate closure as explained in 
our article at page 484 of our October 13, 1939, issue. The 
following London Underground stations are closed on receipt 
of a red warning and the sounding of public air raid syrens; 





The accompanying sketch map indicates y 
the extent of the areas, and the following 
list defines the precise limits :— 


No. |, the NORTHERN AREA, consisting of Durham, 
Northumberland, and the North Riding of Yorkshire. 


No. 2, the NORTH EASTERN AREA, consisting of the 
East Riding and the West Riding of Yorkshire ; and the city 
of York. 


No. 3, the NORTH MIDLAND AREA, consisting of 
Derbyshire (except the boroughs of Buxton and Glossop ; 
the urban districts of New Mills and Whaley Bridge ; and 
the rural district of Chapel-en-le-Frith), Leicestershire, 
Lincolnshire, Northamptonshire (including the Soke of 
Peterborough), Nottinghamshire, and Rutland. 


No. 4, the EASTERN AREA,. consisting of Bedfordshire, 
Cambridgeshire (including the Isle of Ely), Essex (except the 
boroughs of Barking, Chingford, Dagenham, East Ham, 
Ilford, Leyton, Walthamstow, Wanstead & Woodford, and 
West Ham ; and the urban districts of Chigwell and Waltham 
Holy Cross), Hertfordshire (except the urban districts of 
Barnet, Bushey, Cheshunt, and East Barnet ; and the rural 
district of Barnet), Huntingdonshire, Norfolk, and Suffolk. 


No. 5, the LONDON AREA, consisting of the administra- 
tive counties of London and Middlesex ; 
consists of the boroughs of Barking, Chingford, Dagenham, 
East Ham, Ilford, Leyton, Walthamstow, Wanstead & Wood- 
ford, and West Ham ; and the urban districts of Chigwell 
and Waltham Holy Cross; so much of Hertfordshire as 
consists of the urban districts of Barnet, Bushey, Cheshunt, 
and East Barnet ; and the rural district of Barnet ; so much x 
of Kent as consists of the boroughs of Beckenham, Bexley, 
Bromiley, and Erith ; and the urban districts of Chislehurst 
& Sidcup, Crayford, Orpington, and Penge ; and so much of 
Surrey as consists of the boroughs of Barnes, Beddington & 
Wallington, Croydon, Epsom & Ewell, Kingston-on-Thames, 
Malden & Coombe, Mitcham, Richmond, Surbiton, Sutton & 
Cheam, and Wimbledon ; and the urban districts of Banstead, 
Carshalton, Coulsdon & Purley, Esher,and Merton & Morden. 

\y 


No. 6, the SOUTHERN AREA, consisting of Berkshire, & 
Buckinghamshire, Hampshire (including the Isle of Wight), Qe 
Oxfordshire, and Surrey (except the boroughs of Barnes, 
Beddington & Wallington, Croydon, Epsom & Ewell, 
Kingston-on-Thames, Malden & Coombe, Mitcham, Richmond, 
Surbiton, Sutton & Cheam, and Wimbledon ; and the urban 
districts of Banstead, Carshalton, Coulsdon & Purley, Esher, 
and Merton & Morden) ; and so much of Dorset as consists 
of the borough of Poole; the urban district of Wimborne .) 
Minster ; and the rural district of Wimborne & Cranborne. 


No. 7, the SOUTH WESTERN AREA, consisting of Corn- 
wall, including the Isles of Scilly, Devon, Dorset (except the 
borough of Poole ; the urban district of Wimborne Minster ; 
and the rural district of Wimborne & Cranborne), Gloucester- 
shire, Somerset, and Wiltshire. 

No. 8, the WELSH AREA, consisting of Anglesey, 
Brecknockshire, Caernarvonshire,Cardiganshire,Carmarthen- 
shire, Denbighshire, Flintshire, Glamorganshire, Merioneth- 
shire, Monmouthshire, Montgomeryshire, Pembrokeshire, 
and Radnorshire. 


No. 9, the MIDLAND AREA, consisting of Herefordshire, 
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Shropshire, Staffordshire, Warwickshire, and Worcestershire. 

No. 10, the NORTH WESTERN AREA, consisting of 
Cheshire, Cumberland, Lancashire, and Westmorland ; and 
so much of Derbyshire as consists of the boroughs of 


Sketch map of the civil defence regions of Great Britain. 
regional transport areas, but for this purpose Neg 8 is sub-divided as shown 


They are also the 
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the earlier intention to take this action on receipt of a yellow 
warning was in fact never brought into usé as the system of 
warnings had been modified as the result of experience before 
London became involved in aerial attack. 

Arsenal 

Balham 


Bank (Northern Line) 

Blackfriars 

Bond Street 

Chancery Lane 

Charing Cross (All lines) 

Clapham Common 

Elephant & Castle (Bakerloo Line only) 
Essex Road 

Green Park 

Highbury 

Hyde Park Corner 

Kennington 

*Kings Cross (Northern & Piccadilly Lines) 
Knightsbridge 

Lambeth North 

Maida Vale 

Marble Arch 

New Cross Gate (East London Line) 
New Cross (East London Line) 

*Old Street 

*Oxford Circus (Central & Bakerloo Lines) 
Rotherhithe 

Shadwell 

Shoreditch 

Surrey Docks 

Temple 
*Tottenham Court Road 

Tooting Broadway 

Trafalgar Square 

Trinity Road 

Wapping 

Waterloo 

Westminster 


* Interchange facilities continue to be provided at these stations 

[he flood-gates isolating under-river sections of the tubes 
are also closed on receipt of a red warning (and not a yellow 
warning as specified in our article of October 13 last). These 
flood-gates were closed, for example, for a short period on 
Thursday, August 15; twice on August 16; and twice on 
August 18. In every case tube services continue to run both 
north and south of the isolated sections. 


L.N.E.R. Salvage 

As a result of the intensive salvage campaign organised by 
the L.N.E.R., no fewer than 1,400 fenders, over 4,000 ovens, 
and 16 tons of iron railings will shortly be disposed of as 
scrap. The fenders began life as wheel tyres and upon with- 
drawal from “ active ’’ service each was cut in half to form 
two semi-circular fenders weighing about 1 cwt. apiece. 
So far 700 that can be spared without replacement have been 
withdrawn for scrap and it is expected that a further 700, 
to be replaced by fenders of another type, will become avail- 
able. The ovens are at present fitted to the coal-burning 
stoves of goods brake vans and are occasionally used by goods 
guards for heating food during winter months. It has been 
found that the needs of the men can be met adequately by 
keeping a small store of ovens at those depots at which goods 
guards are stationed, and so it will be possible to withdraw 
over 4,000 ovens, representing about 18 tons of metal. The 
16 tons of railings were fixed at the Royal Station Hotel at 
York ; they were all removed in a day. 

L.M.S.R. Salvage 

Nearly 4,500 tons of miscellaneous salvage has been recovered 
by railwaymen throughout the L.M.S.R. system during the first 
six months of the company’s intensive salvage drive, under 
the direction of a special Salvage Officer and in co-operation 
with the Ministry of Supply’s Controller of Salvage. It 
represents in the main the collective efforts of numerous 
station and depot staffs, and, as the company records with 
appreciation, the willing co-operation of passengers and 
traders. This large quantity is exclusive of a considerable 
volume of metal and other salvage originating in L.M.S.R. 
workshops and depots, machinery for the collection of which 
existed prior to the war. Some of the categories of miscel- 
laneous salvage represent increases as great as 900 per cent. 
over pre-war days. Among the principal commodities 
salvaged are 1,807 tons of scrap metal, 1,345 tons of waste- 
paper and old railway tickets, 834 tons of timber, and 105 tons 
of horse-shoes. Over 80 special depots for the reception, 
sorting, and grading of miscellaneous salvage are now in 
operation at different places on the L.M.S.R. system. By 
films, posters, and magazine articles the salvage habit in 
respect of every conceivable item is being inculcated by the 
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L.M.S.R. into its 230,000 railwaymen in all parts of th 
country. Dining-car staff now carry special register book 
in which to record the quantities of kitchen fat produced i 
cooking, and arrangements have been made for Girl Guide 
to collect the tinfoil and silver-paper deposited at stations by 
travellers. 

Humber Shipping 

The name of the Leith, Hull & Hamburg Steam Pack: 
Co. Ltd. has been changed to Currie Line Limited. 

The first L.M.S.R. marine loss of the present war was th 
sinking by enemy action off the English coast during Apri 
of the Jersey, a former Lancashire & Yorkshire Railway 
vessel latterly operated by Associated Humber Lines. The 
Mersey sank within a few minutes of an explosion and, althoug! 
assistance was promptly to hand from another steamer, only 
seven out of her crew of 20 were saved, and one of the rescued 
men died afterwards. The Jersey was a steam-driven 143-knot 
screw vessel of 1,037 gross tons, built on Tyneside in 1906 by 
Swan, Hunter & Wigham Richardson Limited for the Humbe1 

-Continental trade of the Lancashire & Yorkshire Railway. 


Holland 


Steamship services between Sweden and Holland, via the 
Kiel canal, run by a Swedish and a German, Line, were an 
nounced to begin in August. The terminus in Holland will 
be the port of Delfzyl. This port is connected with the 
Dutch main-line railway system by two single-track local 
lines. In peacetime these lines carried very little sea-going 
traffic ; under the war conditions it is understood that the 
lines will be used for through goods traffic in order to shorten 
the sea route through the North Sea to the ports of Amster- 
dam and Rotterdam. 

Railways in France 

Dispatches from various parts of ‘“ unoccupied ’’ France 
indicate that the apparent impossibility of reaching a working 
agreement at Wiesbaden between the French and German 
members of the Armistice Commission continues to restrict 
the resumption of normal transport and administrative 
activity. Although many parts of “‘ unoccupied ’’ France 
are stated to be overcrowded still with refugees, places in 
“ occupied ”’ France are understood to be empty. The trans- 
port necessary for the re-distribution of the population is 
hampered by the fact that the Germans have removed very 
large quantities of locomotives and railway rolling stock, and 
accordingly trains are few and far between. Intending 
travellers are said to wait for many days at railway stations 
for their opportunity to find a place in the train, many of 
them sleeping in the open on station roofs and platforms so 
as to be available when a train arrives. It is suggested that 
the German authorities in occupied France are unwilling to 
facilitate the return of refugees in large numbers as German 
families are being evacuated from the Ruhr and the Rhineland 
to places in the neighbourhood of Paris, so as to remove them 
far from the intensive operations of the R.A.F., and these 
are using the apartments vacated by French refugees. 

A report from Lisbon states that, during the retreat of the 
French armies, bridges across the Seine to the west of Paris 
were blown up, including that between Sartrouville and 
Maisons-Laffitte on the main line from Paris to Le Havre, 
necessitating diversion of traffic. Boulogne is still said to be 
without railway facilities. 

The resumption on August 10 of regular railway com- 
munication between Italy and France, which we reported last 
week, is stated to comprise train services from Northern Italy 
to Lyons (Mont Cenis route) from Liguria to Nice and Southern 
France (the Ventimiglia coastal route). 


Military Traffic on U.S.A. Railways 


The establishment has been announced of a Military Trans- 
portation Section of the Car Service Division, Association of 
American Railroads, with effect from August 1. The duties 
of the new section, as outlined in an understanding reached 
between the military authorities and representatives of the 
railways, will be to maintain close liaison between the mili- 
tary forces and the rail systems of the country. The head- 
quarters of the section will be at the office of the 
Quartermaster-General of the Army in Washington, with field 
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representatives at important points. These field representa- 
tives will have full authority to act for the rail carriers in all 
matters pertaining to military rail transport. 

lo facilitate troop movements in connection with manceuvres 
in the northern part of the State of New York, the Public 
Service Commission authorised the New York Central System 
to suspend on August 5 and 6, and August 23 and 24, operation 
of all passenger trains on the DeJXalb branch between DeKalb 
junction and Ogdensburg, a distance of 19 miles. The trains 
affected by the temporary suspension were those working 
between Ogdensburg and Philadelphia, and Ogdensburg and 
DeKalb junction. Substitute motorbus and lorry services 
were provided for passengers, mail, express, and luggage 
during the period ot suspension. 

A study of the transport facilities of the U.S.A. and of their 
adequacy for national defence has recently been published 
by the Railway Business Association of Chicago under the 
title ‘‘ Transportation and National Defense.’”’ This report 
shows that the bulk of such transport would fall almost 
entirely upon the railways and arrives at the following con- 
clusion: ‘‘ Should national defense require the mobilization 
of forces in large numbers (to implement the preparedness 
program in actual defense of the nation) there is ground for 
apprehension that the total traffic thus resulting would be 
greater than the capacity of the supply of locomotives and 
cars contemplated by the Association of American Railroads, 
or that could be made available from the small unserviceable 
inventories that remain.’ The report points out that the 
railways of the U.S.A. have assumed a greater measure of 
responsibility than is normally shouldered by other industries, 
in undertaking to provide at their own cost a supply of equip- 
ment sufficient to meet all requirements, including emergency 
military traffic, and that the result may be that they will 
possess surplus equipment not needed for commerce after the 
emergency has passed. In other industries, it is stated, the 
Government is assuming the cost of expansion of plants 
required for national defence in excess of peacetime needs, 
and the report suggests that, in view of the curtailment during 
the past ten years in the production capacity of railway 
equipment, existing works may prove insufficient to meet 
emergency demands. It therefore recommends that the 
Government should immediately finance the restoration of 
such plants to “ the pre-depression capacity for the output of 
railway equipment.”’ 


War Medals for Southern Railwaymen 


Mr. R. Holland-Martin, Chairman of the Southern Rail 
way Company, on August 16 distributed meritorious service 
medals to 18 members of the Southern Railway staff. The 
ceremony was at Waterloo station and was attended by the 
General Manager, Mr. E. J. Missenden, and other chief 
officers. Since the outbreak of war, the Southern Railway 
has been constantly in the fore-front of the war, partic ularly 
in connection with the evacuations 
from France and from the Channel 
Islands. The staff has risen splen- 
didly to every emergency, but it was 
felt that cases of outstanding merit 
should be marked by the presenta 
tion of a special medal. This medal, 
to be known as the Southern Rail- 
way Meritorious Service Medal, is of 
silver gilt, and takes the form of 
a driving wheel with a laurel wreath 
superimposed on the spokes. Im- 
posed on the wheel and the wreath 
is what is known to Heralds as a 
‘ cross-formy.’’ This cross has been 
specially chosen as being the early 
form of the Victoria Cross. In the 
centre of the cross is a circle en- 
closing the letters ‘‘ S.R.’’ On the 
reverse, in old Roman capitals, ar 
the words ‘‘ For Merit,’’ then a 
space for the engraving of the 
recipient’s name followed by the 
words ‘‘ Southern Railway.’’ The 
ribbon attachment takes the form 
of a vehicle spring and the ribbon, 
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which is green, has a conventional rendering of railway tra 

in gold, the colours in use by the Southern Railway.  T) 

designs and models for the medal, which is produced by t 

Royal Mint, are by George Kruger Gray. 

The recipients of the medals and the episodes for whi 
they were awarded are as follow :— 

Vessrs. G. Hunter (Berthing Master), W. Harris (Porter), F. 
Foad (Dock Gateman), ]. H. Winter (Porter), E. A. Ro 
(Dock Gateman). 

These men rendered a floating mine harmless at great persor 
risk. 

Mr. A. M. Newbold (General Agent, British Railways, Paris) 

Mr. Newbold exercised the greatest initiative and resource 
evacuating from Paris the members of his own staff, and 
assisting the Consul-General in the evacuation of a large prop: 
tion of the British Colony in that city. He left for St. Ma 
by car, on June 12, with essential documents, accounts, ticket 
and cash, which he subsequently brought to this country. M 
Newbold assisted in the work of evacuating the port of St. Mal 
leaving there with the Agent and other members of the sti 
on the last Southern Railway boat to leave France. 

Mr. R. G. Gangloff (Agent, Calais). 

Calais was bombed almost continually from the night 
May 9 until its final evacuation. Mr. Gangloff, expecting t! 
evacuation of the port, had previously assembled all the boo! 
and documents and had everything in readiness in case it w 
necessary to move at short notice. Mr. Gangloff left with 
number of French Railways staff by the Lowestoft drifter Shif 
mates at 1 p.m. on Wednesday, May 22. It was due to Mr: 
Gangloff’s efforts that this successful evacuation was accom 
plished. His own house was destroyed by a bomb. 


Ur. M. C. A. Ricci (Acting Agent, Boulogne), 

Mr. Ricci, after having arranged for all the English members ¢ 
the Boulogne staff to be evacuated on May 21 on the destroys 
Wild Swan, remained at his post until May 23, when the port o 
Boulogne was cut off from the town by German occupation. H: 
continued at his post until the very last moment, and was one ¢ 
the last persons to board the Marie Louise which, it is under 
stood, was the last vessel to leave Boulogne before the port wa 
entirely occupied. 

Vr. H. H. Golding (Captain). 

Delayed the departure of the ss. Isle of Sark from Guernsey 
during intense bombardment of the island on June 28, 1940, i1 
order that as many passengers as possible might be embarked 
Vr. G. Mace (Able Seaman). 

Recommended by Captain Golding for devotion to duty. After 
leaving Guernsey, Mace took the place of the gunner, wh« 
was indisposed, and assumed charge of the gun on the homeward 
passage to Southampton. 

Vessrs. T. Haslett (Chief Inspector), G. Oak (Crane Driver) 
G. Elmes (Fireman), A. Holmes (Wood Machinist), T. Coope: 
(Head Shunter). 

The prompt action of these men enabled an outbreak of fire 
resulting from incendiary and high explosive bombs, being 
brought under control. 

Messrs. F. S. Cox (Fireman), E. H. Batchelor (Guard). 

When their train was attacked by an enemy plane, Fireman 
Cox went to the assistance of the driver (who had received fatal 
injuries) and drove the train to its destination, arriving only 
12} min. late. Guard Batchelor, although rather badly injured 
acted with commendable promptitude 
Ur. F. J. Hemphrey (Clerk) ' 

Clerk Hemphrey acted as Controller at Dover in liaison with 
the Movement Control Officer there, during the period of the 
evacuation of the B.E.F. from Dunkerque, to ensure that the 
five ports which were used for disembarkation purposes should 
be promptly and regularly fed with trains. In view of the 
enemy action which was expected, it was also imperative that 
trains should be despatched as speedily as possible after loading 
from the boats. The successful results achieved were largely due 
to the exceptional services performed by Clerk Hemphrey. 


Harwich Ferry Service Withdrawn 
The hourly L.N.E.R. ferry service between Harwich and 
Felixstowe dock was withdrawn after the last sailing from 
Felixstowe dock on August 19. 


Defence Preparations in Ireland 
At many places in the 26 counties of Eire the names of 
railway stations have been removed within the past few 
weeks. The signs had already gone from all stations in 
Northern Ireland. A picture reproduced at page 208 shows 
soldiers of the regular army of Eire guarding a lonely stretch 
of railway line. 
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QUESTIONS IN PARLIAMENT 


Lights on Railways 

Captain W. J. Anstruther-Gray (North 
Lanark—C.) asked the Minister of 
fransport whether he was aware that 
he Great Western Railway, in a district 
the name of which had been sent to him 
rivately, persisted in showing lights 
luring the blackout in spite of protests 
from local military and civil authori- 
ties; and whether he was prepared to 
take steps in the matter. 

Sir John Reith (Minister of Trans- 
port), in a written reply stated: Three 
railway companies own the two lines in 
the district referred to, and I recently 
received representations from a _ local 
trade association about lights shown ; 
as a consequence of the action taken at 
my request by the Railway Executive 
Committee, the association informed me 
a fortnight ago that it was now satisfied 
with the position, but if complaints 
continue I shall be prepared to re-open 
the matter. 


Transport of Munitions by Rail 

Sir Leonard Lyle (Bournemouth—C.) 
asked the Minister of Supply how many 
letters he had received claiming that the 
production of munitions was being ham- 
pered and made more costly to the 
nation by the Government’s insistence 
on their transport by rail ; and whether 
he could make any statement on the 
subject 

Mr. Harold MacMillan (Parliamentary 
Secretary to the Ministry of Supply) in 
a written answer stated: Some letters 
have been received on this subject. The 
rationing of liquid fuel has necessarily 
resulted in a certain amount of traffic 
(including munitions traffic) going by 
rail which might otherwise have gone 
by road, but I am satisfied that this has 
not substantially hampered the produc- 
tion of munitions. While in some cases 
the use of the railway may have involved 
a greater transport cost, account must 
also be taken of the saving of shipping 
space and foreign exchange which 
results from the rationing of liquid fuel. 
Travel Concessions 

Mr. Vernon Bartlett (Bridgwater 
Ind.) asked the Secretary of State for 
War, on August 13, whether he would 
authorise that a soldier proceeding on 
ordinary leave should in no case be 
called upon to spend more than half of 
one week's pay towards the railway fare ; 
the balance, if any, being provided out 
of public funds. 

Mr. Anthony Eden (Secretary of 
State for War) in a written reply stated : 
A soldier may receive two free warrants 
a vear for leave journeys, and, if given 
leave at other times, he has the conces- 
sion of making the return journey at 
the cost of the single fare. I regret 
that I am unable to extend these con- 
cessions 
Towels on Troop Trains 

Mr. A. Sloan (South Ayrshire—Lab.), 
on August 14, asked the Minister of 
Transport if he was aware that the 
L.M.S.R. Company had issued instruc- 
tions to its staff that towels were to 
be placed only in first class lavatories 


of troop trains; and if he would take 
steps to have this discrimination re- 
moved. 

Sir John Reith (Minister of Trans- 
port): The company informs me that 
there is a general and serious shortage 
of towels, and that stocks available 
do not allow of supply in third class 
lavatories on troop trains and only in 
limited numbers when available in 
first class. 

Mr. George Griffiths (Hemsworth— 
Lab.): Will the railway companies 
be able to put towels in third class 
lavatories when they have this rise in 
fares again ? 

Mr. Sloan: Can the Minister say 
when the railway companies will be 
able to overcome the difficulties and 
supply troops with towels in the 
lavatories ? 

Sir John Reith: No, Sir; 1 am sorry 
I cannot. I have no idea. 


Cheap Facilities 

Sir Frank Sanderson (Ealing—C.), on 
August 14, asked the Minister of Trans- 
port, whether he was aware that the 
lack of cheap travel facilities to enable 
parents to visit children billeted in the 
various parts of the London reception 
area was Causing parents great anxiety ; 
and, as many of the children had already 
returned on this account, would he con- 
sider an assured service either by rail 
or coach, say once every three months, 
which would meet all requirements. 

Mr. W. Gallacher (West Fife—Com- 
munist) also asked the Minister of 
Transport why it was found. necessary 
to cancel a number of special trains 
with cheap return fares for parents oi 
child evacuees during June and July; 
and whether he would ensure that 
adequate cheap-fare facilities were pro- 
vided for all such parents in the future. 

Sir John Reith: It was necessary to 
cancel the special cheap rail facilities 
for parents visiting their children in 
reception areas partly because of the 
transport of troops and other move- 
ments to put this country in a position 
of defence and partly because of the 
numbers of children being moved to 
new areas. I hope it may be possible 
to provide some cheap facilities towards 
the end of this month, but that must 
depend on the military situation. Details 
will be announced later. 


Gourock—Glasgow Service 

Mr. Robert Gibson (Greenock—Lab.), 
on August 14, asked the Minister of 
Transport whether he was aware of the 
inadequacy of the train service between 
Gourock, Greenock, and Glasgow and 
vice veyvsa; and if he would take the 
appropriate steps to have the service 
adequately augmented. 

Sir John Reith: The morning and 
evening workmen’s service on this line 
is being augmented as from August 19. 

Mr. Gibson: Does the Minister mean 
‘workmen only ’’ trains ? 

Sir John Reith: I mean workmen’s 
special trains. There will be two trains 
in the morning and two trains at night 
extra. 
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Mr. Gibson: Is the Minister aware 
that in the evening Gourock trains 
arriving at Greenock Central are already 
full, and that when they get to Bishops- 
ton workmen are left on the station and 
are unable to get to Glasgow ? 

Sir John Reith: I think that that 
matter is taken care of by the fact that 
there will be two extra trains morning 
and evening. 

Mr. J. Maxton (Glasgow, Bridgeton— 
I.L.P.) : Will seamen coming off ships 
be regarded as entitled to travel on 
these workers’ trains, and will the 
Minister consider the fact that there is 
a tremendous number of seamen travel- 
ling from Greenock to Glasgow not 
normally at the time when workers’ 
trains are running ? 

Sir John Reith : 
matter. 


Toll Gate Charges 


Mr. R. De La Bere (Evesham—C.), 
on August 14, asked the Minister of 
Transport whether, in connection with 
the toll-gate charges at present imposed 
by the four main-line railway com- 
panies and others privately owned or 
owned partially by syndicates, he 
would introduce legislation to cancel for 
the duration of the war any charges 
which would normally be incurred by 
officers and men of His Majesty’s 
forces, whether on foot or on motor 
vehicles, proceeding in the execution of 
their duties. 

Sir John Reith: Under the Army 
Act, 1881, and the Air Force Act, 1917, 
officers and men proceeding on duty 
along or over any road or bridge are 
exempt from payment of tolls levied 
by virtue of any Act of Parliament. 
As to any private tolls, I do not propose 
to introduce legislation requiring exemp- 
tion which anyhow would benefit the 
Exchequer and not the _ individual 
officer or man. 

Colonel Arthur Evans (Cardiff South 
—C.): Does the Home Guard come 
under the Act which the Minister men- 
tioned ? If so, is he aware that a few 
days ago a member of the Home Guard, 
while travelling on a toll road to Cardiff, 
was fined 10s., or alternatively seven 
days’ imprisonment, and will he take 
steps to have this state of affairs reme- 
died ? 

Sir John Reith: The Home Guard 
does come under the Army Act to 
which I referred. I said that that 
Act and the corresponding Air Force 
Act excuse officers and men on duty 
from any tolls levied by an Act of 
Parliament. I did not say that such 
exemption applied to private tolls. 

Colonel A. Evans: In that case 
will the Minister take what steps are 
necessary to see that it does apply ? 

Mr. Glenvil Hall (Colne Valley—Lab.) : 
Will the Minister point out to the land- 
owners that these people are protecting 
them and that there is no reason why 
they should pay the tolls ? 


I will look into that 


Sir John Reith: I do not think there 
is any case where a private toll paid 
by an officer or man has not been re- 
funded by his headquarters. 
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Staff and Labour 
Matters 


National Arbitration Tribunal 


The National Arbitration Tribunal} 
week began the hearing of the first 
referred to it under the Conditions 

Employment & National Arbitration 

der made by the Minister of Labour 

National Service. The hearing con 

ned a claim made by the Printing & 

idred Trades Federation for a cost of 


ing bonus equ il to the increased cost 
living The claim had_ previously 
n submitted to the British Federa 
m of Master Printers and the News 


iper Society but was not conceded, 


id the union thereupon reported the 
spute to the Ministry of Labour, who 
ferred it to the National Arbitration 
fribunal In accordance with the 


ishes of the parties the hearing of the 
roceedings was private. 


Rates of Pay of Signalmen for 
description and routing of trains 
by additions to bell signals 


The Chairman of the Railway Staff 
National Tribunal has recently issued 
is Decision (No. 13) on the following 
claim of the National Union of Rail 
waymen, submitted to him jointly by 
the railway companies and the 
inion: 


[hat the description and rout 
ing of trains by additions to ordinary 
bell signals is not provided for in the 
allocation of marks as set out in the 
Agreement dated May 1, 1922, but 
can be dealt with under the following 
provision contained in Appendix 
‘O’:— 

‘ Note.—It is realised that the 
marks above do not necessarily cover 
all the minor duties performed by 
certain signalmen and that, from 
time to time, it may become neces- 
sary for other duties to be placed on 
the signalmen, for which additional 
entries in the basis of assessment will 
have to be made. 

‘It is therefore submitted that an 
additional half mark  should'_ be 
allowed where the description and 
routing of trains is performed by 
additions to the ordinary bell 
signals.’’ 


The decision states that, in response 
request by the Chairman for 
further information as to the extent to 
which the system of routing by bell 
ode was in operation before the Signal- 
men’s Agreement, the information fur- 
nished on behalf of the companies 
hows that on May 1, 1922, the date of 
the Signalmen’s Agreement, there were 
on the whole of the Great Western and 
London Midland & Scottish systems, 
ind on part of the London & North 
Eastern system, 2,170 boxes in which a 
special “‘Is line clear”’ or ‘‘ Train 
entering section ’’ routing bell signal 
was in use. No details are available 
for the Southern Railway. 
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On July 12, 1940, there were in the 
areas to’ which the above stated figure 
of 2,170 boxes applies, 2,014 boxes, a 
decline of 156. Over the whole of the 
railway systems however there were on 


July 12, 1940, 2,643 boxes in which 
the routing of trains was by special ‘‘ Is 
line clear’’ or ‘‘ Train entering sec 
tion ’’ bell signals. 


Phe union, in its further statement 
whilst admitting that on some sections 
there was a method of routing operated 
by bell signals, contend that, when the 
Signalmen’s Agreement was being nego 
tiated, the number of boxes where this 
system of routing was in operation was 
comparatively small. It supplied no 
figures but stated generally that such 
information as is available to it does 
not confirm the figure of 2,170 given on 
behalf of the companies, and furthe1 
contends that, in any event, where a 
routing signal was on May 1, 1922, in 
cluded in the ‘‘ Is line clear ’’ and/or 
‘Train entering section ’’ bell signal, 
there was little variety in the signals 
as compared with the present day. 


Ihe Chairman states ‘‘ upon a review 
of the evidence available to me I find 
that, at the time the Signalmen’s 
Agreement of May 1, 1922, was under 
negotiation, the system of routing by 
bell code could not be said to be excep 
tional; that accepting, as I must upon 
the evidence placed before me by the 
parties, the substantial accuracy of the 
figures to which I have referred above, 
the system was in fact so common that 
it cannot have been a factor absent 
from the minds of those negotiating the 
agreement; that since the negotiation 
of the agreement of May 1, 1922, there 
has been no such extension of the 
system or alteration in the circum 
stances of its operation as to justify thi 
admission of the present claim.’’ 


The Chairman, therefore, found 


against the claim. 


Trade Disputes in Wartime 


The Minister of Labour & National 
Service has announced the final consti- 
tution of the National Arbitration 
Tribunal before which certain industrial 
disputes will be brought for compulsory 
arbitration during the period of the war. 
The functions of the tribunal were 
announced in our issue of July 26. In 
addition to the three members whose 
appointment was already announced 
Mr. Justice Simonds (Chairman), Sir 
John Forster, and Sir Hector Hethering- 
ton—there will be two members chosen 
from panels nominated by the British 
Employers’ Confederation and _ the 
general council of the T.U.C. The 
employers panel is: Mr. Clive Cookson, 
Lt.-Colonel H. Rivers Fletcher, Mr. 
W. C. R. Holton, Mr. G. H. Parker, Mr. 
Herbert E. Parkes, Sir John R. Rich- 
mond, Sir Frederick J. West, and Mr. 
W. M. Wiggins. The T.U.C. panel is: 
Messrs. J. W. Bowen, W. J. Farthing, 
Luke Fawcett, M. Hodgson, J. Kaylor, 
J. Stokes, A. M. Wall, and Miss Madeline 
Symonds. Mr. F. Popplewell has been 
appointed Secretary of the tribunal. 
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Railway and Other Reports 
Oxford Canal Company.—Interim 
dividend is again 3 per cent. 


Rochdale Canal Company.—In- 
terim dividend is again 1 per cent. 


Grand Canal Company.—Interim 
dividend is repeated at 3? per cent. 


Port of London Authority.—A 
surplus on revenue account of £1,558, 137 
is shown in the accounts to March 31, 
1940, against £1,759,031 for 1938-39. 
Interest receipts, etc., totalled £75,870, 
against £79,630 Income tax (after 
deducting excess provision made in a 
previous year) takes £36,375, interest, 
stock redemption funds, and provi 
sional redemption funds together absorb 
£1,490,283, A.R.P. expenses amount to 
£134,127, and £325,000 has been placed 
to general fund for maintenance and 
renewal of premises and plant, and for 
dredging, leaving £18,859 to be carried 
forward, against £370,637 brought in. 








Contracts and Tenders 


The North British Locomotive Co. 
Ltd. has received an order for five 
boilers for 11th class locomotives for 
Rhodesia Railways Limited. 


The Bengal-Nagpur Railway Co. Ltd. 
has placed orders with Geo. Turton 
Platts & Co. Ltd. for thirty engine 
buffer-cases, and for ten bevel pinion 
wheels with Priestman Bros. Ltd. 


The South Indian Railway Co. Ltd. 
has placed a contract with Edgar Allen 
& Co. Ltd. for the supply of four man- 
ganese steel raised distance pieces to 
carry wheel flanges at level crossings 
(ramped gluts) to the inspection of 
Robert White & Partners. 


The Peruvian Corporation Limited 
has placed contracts for the following 
with the undertakings men- 
tioned :— 

Pipe fitting: Newman Hender & Co. Ltd. 

Asbestos packing : Wooding & Co. Ltd. 

Asbestos mattresses for packing: Dick’s 
Asbestos Co. Ltd. 

Coupling rods for Garratt locomotives : Beyer, 
Peacock & Co. Ltd. 


goods 


The Minister of Supply has circularised 
20,000 firms appealing for machine tools 
which are not occupied on urgent work 
of national importance and offering an 
appropriate price for every tool turned 
over to the Ministry. The circular was 
sent out on August 15 and by August 19 
it was announced that some 3,000 firms 
had responded to the appeal. 


Now that safe delivery has been 
effected of the 28 stainless steel pas- 
senger coaches supplied by the Edward 
G. Budd Manufacturing Company to 
the Portuguese Railways (to which we 
referred at page 187 of last week's issue), 
our U.S.A. contemporary the Railway 
Age has recorded that the coaches were 
loaded aboard the Franco-Iberian Line 
freighter Cypria, and were landed at 
Lisbon, on, July 17. 
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Railway Stock Market 


Business in the stock and share markets 
has been exceedingly quiet, but the tone 
in most groups of securities remained very 
firm in the absence of selling, and British 
Funds strengthened further. Sentiment 
was assisted by the R.A.F. successes and 
the Prime Minister's speech, and in many 
directions, securities remained in very 
short supply in the market. Home rail- 
way stocks lost the firmness’ which 
developed towards the middle of last 
week, the disposition being to await the 
public enquiry into the proposed furthet 
increase in freights and fares. Neverthe- 
less, should markets have the benefit of 
encouraging war news and move ahead, 
home railway securities would doubtless 
participate in any general advance. In 
existing conditions, however, there is 
little evidence that the very generous 
yields are attracting attention, although 
debenture stocks have made - slightly 
better prices this week in sympathy with 
British Funds, while small improvement 
was also recorded by various of the guar- 
anteed and pre ference stocks 

Moderate fluctuations were shown in 
Great Western ordinary, which at 28 was, 
however, unchanged on_ balance. rhe 
5 per cent. preference improved fraction- 
ally to 79, and the guaranteed stock was 





1053, compared with 104 a week ago, 
while the 4 per cent. debentures were 
103. L.M.S.R. ordinary was slightly 
better at 12 compared with 11}, as was 
the senior preference at 48, compared 
with 473. Further, the 4 per cent. 1923 
preference gained a point to 32}, although 
the guaranteed stock kept at the lower 
level of 784 made last week. Whereas the 
5 per cent. debentures remained at 106, 
an improvement from 914 to 92} was 
shown in the 4 per cent. debentures. 
Among Southern Railway issues, the 
preferred, which was 45 a week ago, has 
since improved fractionally to 454, but 
the deferred was 9}, compared with 10, 
while the 5 per cent. preference kept at 
the lower price of 76} recorded a week 
ago Southern guaranteed stock was 
1053, but the 4 per cent. debentures 
were moderately higher at 99. L.N.E.R. 
second guaranteed continued to attract 
some attention and further improved from 
544 to 563, while the first guaranteed 
strengthened to 673. As regards the first 
preference, small movements were shown, 
is in the case of the majority of home 
railway stocks, but on balance for the 
week the price was unchanged at 30}. 
L.N.E.R. second preference was a point 
better at 10 and is now fractionally above 
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Southern deferred, L.N.E.R. 3 per cx 
debentures were a point up at 61}, 
the 4 per cent. debentures 81, as agai 
803 a week ago. London Transport ‘‘ 
improved from 27} to 28}. 

Business in foreign railway securi 
has continued at a low ebb, and r 
tionary conditions ruled in the Argen 
section, where sentiment was gover 
by the traffic position and outlook. 
the absence of demand, individual st 
were marked down sharply on only \ 
moderate selling; the reduced prices 
not result from widespread or heavy li 
dation. Central Argentine debentu 
moved down further, and the 5 per c 
were three points lower at 29, while 
4 per cents were also around the lat 
figure. B.A. Gt. Southern 4 per cx 
debentures, which a week ago were 3 
have now gone back to 36. Entre k 
4 per cent. debentures declined to 
while B.A. Western 4 per cents were 
Where changed, securities of Brazil 
railways were lower, having been in 
enced by the trend in Brazilian Gove 
ment bonds; San Paulo Railway ordin 
stock was no better than 24. On bala 
Canadian Pacific preference was lit 
changed at 45. There are general ant 
pations that the latter is likely to rece 
its full 4 per cent. dividend for the y 
and there are growing hopes that a sn 
payment may be in prospect on 
common stock. 








Traffic Table of Overseas and Foreign Railways 





Traffic for Week = Aggregate Traffics to Date Prices 
Miles > Shares a e 
Railways open sel 5 Totals pe So ae Ss, * 
1939-40 Total Inc.or Dec. © Increase or Stock so $m ok 
this year ones > This Year Last Year Decrease — 2 - = 
£ é £ £ £ 
Antofagasta (Chili) & Bolivia 834 11.8.40 6,520 3,630 32 566,950 409,370 157,580 Ord. Stk. 10% 44 5 N 

| ene North Eastern... 753 10.8.40 168,300 — ps.8,100 6 ps. 1,039,900 ps. 1,119,000 — ps. 79,100 a 44 2 2 N 
Bolivar . wih aa na 174 July 1940 4,050 iSO 30 28,630 29,150 — 520 6p.c. Deb. 74 $3 6+ N 
Brazil ... ‘ - - . - - — = Bonds. 53 44 6* N 
Buenos Ayres & Pacific ooo} aol 10.8.40 ps.1,112,000 —ps.159,000 6 ps. 6,673,000 ps. 7,641,000 —ps. 968,000 Ord. Stk. 5+ F 2 Ni 
Buenos Aires Central ; 190 22.6.40 $94,900 — $45,200 52 $4,912,400 $5,293,600 — $381,200 _ - 

| Buenos Ayres Gt. Southern 5,082 10.8.40 ps.1,753,000 ps.176,000 6 ps.11,516,000 ps. 11,762,000 —ps. 246,000 Ord. Stk. 13% 44 4 Ni 
Buenos Ayres Western . $930 10.8.40 ps. 663,000 ps.13,000 6 ps. 3,782,000 ps 4,211,000 —ps. 429,000 - 10} 4 3 N 

$ Central Argentine... ; 3,700 10.8.40 ps. 1,465,600 ps 652,650 6 ps. 8,770,700 ps. 13,224,750 —ps4,454,050 ea 1g 4 : Ni 
. Do. : —_ - = —_ — — — Dfd. 4 i; N 
© | Cent. srugeay s of M. Video ... 972 10.8.40 18,452 3,548 6 102,008 104,690 2,682 Ord. Stk. 24 ds 3 N 
E | Costa Rica ae is 188 May 1940 17,282 — 7,020 48 193,339 245,516 — 52.177 Stk. 244 18 17+ 1g 
he | Dorada nee eas - 70 July 1940 13,200 — 1,300 30 85,200 95,100 — 9,900 I Me.Db. 1044 102 98 6 
= | Entre Rios ‘ ‘ 810 10.8.40 ps. 227,900 —ps. 7 600 6 ps. 1,485,600 ps. 1,760,600 —ps 275,000 Ord. Stk. 6 3 It N 
<< Great Western ‘of Brazil 1,016 10.8.40 6,900 + 900 32 322,900 260,200 + 62,700 Ord. Sh. 3/- 1/24 *% N 
© | International of Cl. Amer. .. 794 June 1940 $464,143 $31, ‘059 26 $3,305,093 $3,234,012 + $71,081 eS si ee ‘ a 
v Interoceanic of Mexico ‘ - — -— Ist Pref. 7id 7id t Ni 
% | La Guaira & Caracas ... 223 July 1940 6.175 - 315 30 45,615 “41,920 + 3,695 - = 

< Leopoldina ne ae J 10.8.40 22,950 748 32 705,470 621,611 + 83,859 Ord. Stk. 24 + | Ni 
F-4 | Mexican ; ‘ 483 7.7.40 ps. 260,700 ps. 26,600 |! ps. 260,700 ps. 287,300 —ps. 26,600 is 1% 4 t Nil 
&® | Midland of Uruguay ... 319 June 1940 10,590 + 3,473 52 131.300 104,319 + 26.981 = oe ; 

| Nitrate 2 / 386 ~—«*15.8.40 10,280 + 5,399 32 113,699 75,199 + 38,500 Ord.Sh. 25 i+ i@ 7H 
Paraguay Central 274 10.8.40 $2,712,000 $I, 030, 000 6 $23,399,000 $22,318,000 $1,081,000 Pr.Li.Stk. 454 36 38 152 
Peruvian Corporation é 1,059 July 1940 65,421 4 1,015 a 65,421 64,406 + 1,015 Pref. I *~ 2 Ni 
Salvador a we ” 100 6.7.40 12,967 €2,492 I ellis 12,132 — ¢1,017 - _— 

}San Paulo... 1534 4.8.40 38.500 4 4.265 31 1,164,214 1,023,743 140,471 Ord. Stk. 38 20 244 10 
Taltal ... ; ‘ 160 June 1940 830 1,625 52 29,590 33,700 — 4,110 Ord. Sh. 3 6/6 + 92 
United of Hava na eee 1,353 10.8.40 15,723 + 398 6 99,692 97,518 1,574 Ord. Stk. 2 4 3 N 

| Uruguay Northern . 73 June 1940 885 4 179 52 13,244 11,366 + 1,878 - - —_ - 

« ( Canadian National... 23,695 7.8.40 892,876 211,762 31 28,108,192 21,330,149 6,778,043 — _ - _— - 
% J Canadian Northern _ -_ _ - = _ - 4 p.c. Perp.Dbs. 743 60 724 5; 
HI Grand Trunk : ‘ _ — — —_ —_ — — 4p.c.Gar. 1004 76 102 33 
U | Canzdian Pacific 17,153 14.8.40 685,200 + 160,400 32 19,508,600 15,740,800 3,767,800 Ord. Stk. 7% 34+ 53* Ni 
( Assam Bengal . sin so See 30.4.40 45,187 + 6,529 a 135,060 120,437 + 14,623 Ord. Sek. 76} 60 7k 4 
| BarsiLight  ... 202 10.6.40 2,760 — 52 10 27,367 22,357 + 5,010 -- ; = ae 
+ | Bengal & North Western... 2,091 July 1940 219,225 + 26,086 18 1,030,913 906,507 + 124,406 Ord. Stk. 277 2294 240 6 
« | Bengal Dooars & Extension .. 161 31.5.40 4.567 + 1,449 9 23,228 15,781 + 7,447 a 91 844 215 3 
4 Bengal-Nagpur 3,269 20.5.40 247,650 + 17,103 7 1,252,050 1,161,007 + 91,043 : 943 834 9 4 
= | Bombay, Baroda & Cl. India 2,986 10.8.40 214,950 +4 35,625 19 3,503,250 3,109,050 + 394,200 a 108 90 102+ 5 

| Madras & Southern Mahratta 2,967 10.6.40 165.375 — 5,146 10 1,327,519 1,258,181 + 69,338 a 1044t 92 994 7 

| Rohilkund & Kumaon 571 July, 1940 46,575 + 8,291 18 239,490 190.076 + 49,414 - 280 263 250 6 

| South Indian , 2,5313 31.5.40 143,921 + 16,186 9 742,574 717,360 + 25,214 a 102} 88 854 5 

( Beira ... . 204 June 1940 82,307 — 39 664,403 — _ — -_ oes _ ine 

| Egyptian Delta ad ee 623 10.5.40 4,591 — 602 6 19,436 20,384 — 948 Prf. Sh. + q $ Ni 

| Kenya & Uganda 7 ose) See —_ — -- — - — _ _ — — 
y | Manila gy <j = _ — — — — ~ — B.Deb. 55 39 474 78 
24 Midland of W. "Australia 277 May 1940 13,908 — 192 48 145,304 165,763 — 20,459 Inc. Deb. 914 874 824 4t 
3 | Nigerian ‘ ... 1,900 8.6.40 33,599 + 9,988 10 376,293 299,153 + 77,140 _ — — _ 
> | Rhodesia ben es . 2,442 June 1940 428,043 — 39 3,473,254 — — _ — — - 

| South Africa ... so os-] SE 20.7.40 709,403 + 54,899 16 10,592,399 10,157,814 + 434,585 _ _ — _ - 

(Victoria - ane «. 4,774 May 1940 745,469 — 55.455 48 9,145,264 8,666,883 + 478,381 — _ — _ ~_ 





Note. Yields are based on the approximate current prices and are within a fraction of 7% 
* Quotation is of June 17, 1940; dealings subsequently prohibited 





Publishing Weekly Returns 


Argentine traffies are now given in pesos 
t Receipts are calculated @ Is. 6d. to the rupee 














